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New Approach to Transport Problems 


MONG the comment on the Government's policy for 
transport as shown in the White Paper and the 
Transport Bill, there has been a statement of opinion by 
Major Malcolm Speir, formerly Chief Officer for Scotland. 
L.M.S.R., whose views were reported recently in the 
Belfast Telegraph. This followed a letter from Major 
Speir to the same journal on which we commented in our 
June 6 issue, and elaborates his views on the course of 
action necessary to provide the country with an efficient 
transport service. He feels that solid progress towards 
integration has been made by the British Transport Com- 
mission and that the Government has acted over-hastily 
in stepping in at this moment. A fundamental mistake. 
he considers, is the attempt to divide railway and road 
activities, for he maintains that road as well as air services 
are essential to the British Transport Commission if it is 
to make the most economical use of the railways and give 
the best transport service to the trading and general com- 
munity. Some of Major Speir’s suggestions were being 
put into practice before nationalisation, such as zonal 
collection and delivery services for “‘ smalls” traffic based 
on railheads, but more might well be done in the direction 
he proposes of providing through ordinary and season 
ticket fares for passengers to destinations on bus routes 
serving areas where stations have been closed. Other 
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proposals, such as wider use of diesel traction, no doubt 
would have progressed further in an economic climate 
more propitious for capital expenditure, and are being 
studied with attention at the present time as witness the 
various routes on which the A.C.V. diesel train is being 
operated for trial purposes. Major Speir also touches on 
the scope for developments in mechanical handling, par- 
ticularly where goods are transferred between different 
forms of transport. Major Speir envisages rail and road, 
and ultimately air, transport developing as allies under 
the guidance of regional transport officers responsible for 
transport in all forms. 


Information Services for Employees 


A REPORT just published by the Acton Society Trust 
in the series of “ Studies in Nationalised Industry ” 
has expressed concern at lack of knowledge among miners 
in a particular coalfield of their industry’s problems, in- 
tentions and organisation. In its summing up, the report 
concludes that the problem of enlisting the understanding 
and co-operation of employees may be even more acute in 
the railway industry than it has proved in coal, because 
organisation in a number of functional departments compli- 
cates the spread of a general understanding of railway 
problems as a whole. The work of chief regional officers 
in holding meetings with the staff is acknowledged, and 
the regional editions of British Railways Magazine perform 
the function of combining localised with general informa- 
tion which investigations have shown to be of the first im- 
portance in promoting interest in staff journals. Consider- 
ing the allusion to strong loyalties among employees of 
the old railway companies, it is an unflattering commentary 
on nationalisation to read a few lines further on that “ rail- 
way men seem more often neither to know nor care” 
about the policy of their industry. No concrete examples 
of this alleged indifference are presented in the report. 


British Transport Commission Statistics 


LTHOUGH the four weeks to June 15, Period 6, 
included the Whitsun holiday this year, total tonnage 
for the period in and out of docks and harbours owned 
by the British Transport Commission was 5,655,000 against 
5,106,000 last year. The increase was in outwards, which 
does not necessarily mean export traffic, as coastal shipping 
is included. The tonnage of outwards coal traffic was 
2,499,000, against 2,126,000 for Period 6 of 1951: this, with 
the marked increase over last year in coal shipped from 
Humber and from South Wales ports, may account for 
the shorter average rail haul of coal compared with last 
year. There was a considerable increase in outwards oil 
and spirit (601,000 tons against 422,000) compared with last 
year, largely from South Wales ports, where the total ton- 
nage exceeded that of the corresponding four weeks of 
1951 by Il per cent., mostly outwards. Restaurant car 
receipts for the period were £254,000 against £273,000 last 
year, for which there is no explanation until some analysis 
of passenger movement is available. In British Railways 
staff, the guards, signalmen, and porters and the footplate 
and cleaners groups continued to recruit in excess of 
wastage. 


Publicising the East African Railways 


T a joint meeting of the East African Transport Advi- 
sory Council, the Harbours Committee. and the Rail- 

way Committee on July 2, 3 and 4, Mr. A. Dalton, General 
Manager, East African Railways & Harbours, answered 
points raised by delegates from Tanganyika. He said that 
there was insufficient appreciation of the difficulties of the 
sterling area and the consequent severe restriction on the 
raising of capital, and of the fact that despite these difficulties 
£60,000,000 had been spent or earmarked for spending on 
the East African transport system between 1948 and now. 
The meeting recommended that the management should call 
for estimates from well-known specialists in public relations 
to advise on means of improving the public relations be- 
tween the Administration and its principal customers. The 
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firms would present schemes providing the methods and 
organisation necessary to put the case of the Administration 
to the users of its services, ensuring better understanding 
of its problems and difficulties, the steps necessary to over- 
come them, what is being done, and plans for the future. 


Overseas Railway Traffics 


URING June net revenues of both the Canadian National 
and Canadian Pacific again were adversely affected by 
increases in working expenses. On the C.N.R. expenses 
rose by £1,957,000 to £17,921,000 and there was a resultant 
£538,000 decline in net revenue to £1,140,000; operating 
revenues amounted to £19,061,000. C.P.R. gross earnings 
at £13,073,000, made a £927,000 advance, though due to a 
£707,000 rise in expenses, the increase in net earnings was 
only £220,000, at £865,000. On the aggregate, C.N.R. net 
revenue for 26 weeks amounted to £5,103,000, a £1,480,000 
deterioration compared with the equivalent period of 1951, 
and on the C.P.R. net earnings were down by £181,000, at 
£3,713,000. Gold Coast traffics rose by £19,579 to £266,795 
during June and aggregate receipts for the 12 weeks since 
April | were £112,909 higher at £918,158. 


Main-Line Electrification in South Africa 
ia a few months it is hoped to begin electric working 
over the 97 miles of the South African Railways Cape 
Town-Johannesburg main line from Bellville, near Cape 
Town, to Worcester, as a preliminary to eventual electrifica- 
tion to Touws River, 51 miles beyond Worcester. The 
1—Co+Co-—1 locomotives built by the North British 
Locomotive Co. Ltd. and the General Electric Co. Ltd. 
for this project are in course of delivery and the first of 
them has already been running on the Natal system. A 
report from South Africa published elsewhere states that 
they are expected to begin operating between Bellville and 
Worcester early next year. By June, 1953, it is hoped that 
new motor coach stock with 3,000 V. electrical equipment 
will have been received, enabling the Cape Town-Bellville 
section to be changed over from its present 1,500V. 
Mechanical pafts for the motor coaches are being built by 
the Metropolitan-Cammell Carriage & Wagon Co. Ltd., and 
the Birmingham Railway Carriage & Wagon Co. Ltd.; and 
52 electrical equipments are being supplied by the Metro- 
politan-Vickers Electrical Co. Ltd. Abandonment of the 
Hex River Tunnel project will face the electric locomotives 
with heavier gradients and curvature than originally con- 
templated when electrification reaches Touws River, but 
with a 3,030 h.p. 1l-hr. rating these are the most powerful 
machines yet built for the 3 ft. 6 in. gauge. 


Mechanised Goods Handling at Temple Meads 
ETAILED research preceded the adoption of mechan- 
ised handling methods at Bristol Temple Meads goods 
station, Western Region. The new facilities, described in 
other pages, are now fully operative and embody the con- 
clusions reached in the preliminary studies as to the relative 
benefits to be derived from reorganising the work and intro- 
ducing mechanical aids. Mechanisation has been effected 
by adaptation within the existing premises, which are of 
relatively recent date, so that heavy expenditure on rebuild- 
ing would not have been justified. Basically the system 
comprises the use of conveyors to eliminate wasted effort, 
create “ reservoirs ” of work to avoid unproductive waiting 
time, and to bring to this large depot the advantages of com- 
pact arrangement of work and simplified sorting problems 
that are enjoyed by smaller stations. Elevating platform 
trucks and stillages are used for conveying transfer traffic 
from the points where it is removed from the conveyors to 
outgoing rail wagons. Goods for local delivery continue 
round the conveyor system to the cartage front, and at the 
end of the shed, where the two streams converge, are carried 
below platform level so that there is no obstruction to move- 
ment of staff and vehicles. The cartage conveyor serves 
also to distribute forwarded traffic to the pierheads from 
which it is perambulated to the wagons. 
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Motor Coach Stock for 50-cycle Systems 


WO of the projects in hand for the 50-cycle experiment: 
on the Lancaster-Heysham line are using rectifiers fo 
supplying d.c. to the traction motors of the converted motor 
coach stock. In France, which can claim at least to have 
hastened the Railway Executive’s decision to experi 
ment in this field, motor coaches for 50-cycle working have 
been equipped both with rectifiers and with motors operat- 
ing at the 50-cycle frequency. One of the examples 
described this week is a straightforward adaptation 0! 
existing d.c. equipment, including starting resistances and 
series / parallel control, by installing a transformer and 
rectifiers in the vehicle. The other uses 50-cycle motors 
in a scheme that would be considered advanced in many 
parts of the world in comparison with the latest con- 
ventional types of motor coach equipment. Automatic 
acceleration with selection of five running notches from 
the master controller, and a flexible transmission in anticipa- 
tion of a maximum speed of 75 m.p.h. for later units. 
suggest that 50-cycle conversions are contemplated fo: 
routes with important local passenger traffic. Most of the 
electrical equipment is below the floor, some of it being 
on the trailer, but traction motor blowers—an unusual item 
in a motor coach—are inside the body. 


Rapid Renewal of Corroded Foundation Bolts 


I’ tunnels, workshops, running sheds, on wharves and 
jetties, and over inspection, ash, and weighing pits 
railway track is often laid on concrete beds, with or 
without timber or other cushioning, and secured by 
holding-down or foundation bolts grouted into the con- 
crete. Sooner or later these bolts have to be renewed, as 
they corrode seriously down to a point in the concrete and 
rapidly in salt-laden air. To chip out and replace such 
bolts in the ordinary way is a long and expensive task, 
and in America it has been found much better merely to 
chip away the grout round the corroded upper parts of the 
bolts, flame-cut off those parts, and weld on new tops with 
a semi-automatic electric stud welding gun. Double 
porcelain ferrules are required, their meshing saw-teeth 
providing maximum shielding; they are also self-centring. 
A pair of locking pliers, with pieces of copper bus in the 
jaws to prevent their burning, hold the lower ferrule in 
position, and the ground cable of the welding gun is 
attached to them. It is stated that with two guns in 
action, an average of 500 welds can be completed in a day, 
and that the tensile breaking load on the remade bolts 
has been shown by test to be 18,000 Ib. to 19,000 Ib. 


Reduction in U.S.A. Diesel Building 


HE dieselisation plans cf a number of American rail- 
ways are likely to be held up as a result of the restric- 
tion placed on new diesel locomotive construction by the 
Controlled Materials Plan, which came into operation in 
July, 1951. During 1951, the deliveries of diesel locomo- 
tives by American builders to the railways totalled 3,558 
units, beating all previous records, and at the end of the 
year not only did the makers have orders of 1,739 units 
still uncompleted, but large orders were still coming in 
unceasingly. There can be no similar record-breaking in 
1952, however, for, as compared with a quarterly average 
sroduction of 890 units during 1951,materials were allocated 
for 825 units only in the third quarter of that year, and 745 
units in the fourth quarter, while in the first and second 
quarters of 1952 the allocations have been for no more 
than 676 and 582 units respectively. There is some specu- 
lation as to whether this reduction has been enforced at 
Federal level in order to compel the railways to discon- 
tinue their scrapping of steam power, but on many lines 
the change-over to diesel production has been on such a 
scale that they have no longer sufficient skilled manpower 
to restore much of their remaining steam power to a ser- 
viceable condition—a process unduly costly in money, 
manpower, and materials, as well as inefficient in opera- 
tion. 
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Working Mixed Traffic Locomotives 


NE does not expect a general purpose locomotive to 
show a very high thermal efficiency unless almost 
iccidentally over a narrow range of power and speed. The 
very nature of its conception prevents either specialisation 
yr a particular range of duties which can be designed for 
very closely. Nevertheless modern types are by no means 
inefficient, as recent British Railways tests with, especially, 
the Western Region “ Hall” and ex-L.N.E.R. “ Bl” class 
1-6-0s show. But these very tests which show up these 
73-ton locomotives as being good general performers in 
relation to coal and water consumption also show the 
inadvisability of overloading or thrashing in the way traffic 
departments will often permit. In a foreword to the test 
bulletins of these two classes (reviewed in our June 6 
issue) it is stated that one of the purposes of the tests was 
to explain to the operating department the manner in 
which the results could be applied to a consideration of 
train schedules. The bulletins are also admirably suited 
to showing the operating department what happens to coal 
consumption, and so to general maintenance and availabil- 
ity, when loads or speeds, or a combination of the two, 
exceed the medium output range; and as “ motive power ” 
is now a part of “operating,” these effects, and their 
financial terms, are more likely to be really appreciated. 


Operating Results in June 


D URING the four-week period to June 15, the weather 

in most parts of the country was excellent for rail- 
way working. Although additional passenger services 
always begin in this period, coaching train-miles were 
nearly a million, or 5 per cent., below the number run in 
June, 1950. With such favourable conditions for freight 
movement, it was a pity that the volume of traffic was 
much below last year’s level. No. 6 of Transport Statistics 
records the following series of decreases: 


Originating tonnage 1,355,000 tons 6 - per cent. 
Net ton miles 163,233,000 9 - 
Loaded wagons 198,000 7 

Wagon miles 33,734,000 9-2 


These were spread in varying degree over all Regions, 
being especially large in the London Midland and the 
Western. The only class of traffic to show a small increase 
was minerals and the amount was only 31,000 tons. Coal 
and coke carryings were 844,000 tons down (6:2 per cent.): 
for the first 24 weeks of the year, they increased by no 
more than 194,000 tons (0-2 per cent.). The trend of 
merchandise forwardings is even more disquieting. A 
sharp decline of 539,000 tons (12-8 per cent.) brought the 
decrease for the present year in this high-rated traffic to 
$80,000 tons (3-5 per cent.). These figures appear to reflect 
a recession in trade, because the tonnage carried by British 
Road Services in June was 3,119,000 tons compared with 
3,503,000 tons a year ago, a fall of 384,000 tons, or nearly 
11 per cent. The small quantity of general merchandise 
passing by Inland Waterways was reduced also by 24,000 
tons (7-5 per cent.). 

At 72-8 miles, the average length of haul was shorter 
for all classes of traffic than in any period since September, 
1951. The tendency was for merchandise to go further 
afield, but mineral transits were 5 miles shorter, while coal 
and coke were hauled for an average distance of 56 miles, 
instead of 58 a year ago. The wagon load of 8.66 tons 
was nearly quarter of a ton above last years’ average, due 
entirely to the better loading of minerals and coal. The 
North Eastern and the Scottish Regions were the only two 
able to keep the wagon load of merchandise over four tons. 
Every Region had a smaller train load, the all-line average 
of 157 tons being six tons lower. 

The light traffic led to a cut in freight train-miles of 
589,000 (5-3 per cent.) and in freight train-hours of 133,000 
(10-3 per cent.). These changes lifted freight train speed 
to 9-17 m.p.h., half a m.p.h. faster than freight trains 
moved in June, 1951, and a record for any four-week 
period since nationalisation. It was gratifying to see that 
the Western Region raised its freight train speed to 9-46 
m.p.h., a reminder that for the whole year 1938 the Great 
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Western Railway average was 9-49 m.p.h. Now the North 
Eastern Region acts as pacemaker with a speed of 11°3 
m.p.h. 

Another measure of freight movement, net ton-miles per 
train engine-hour, was two points below the peak of 1,187 
reached in May; a third measure, wagon miles per train 
engine-hour, equalled the May record of 238. The averages 
for the North Eastern Region were 1,549 net ton-miles and 
288 wagon-miles per train engine-hour, respectively. 

The Manchester-Sheffield electrified lines, of which 19 
miles between Wath and Dunford Bridge were opened in 
February, suffered from the prevailing slackness of traffic. 
The electric locomotives worked 23,321 train-miles in June, 
compared with 27,632 in March. Total wagon-miles in 
June were 844,108, nearly 20 per cent. below the March 
record of 1,059,600. The lighter traffic led to an im- 
provement in train speed, from 7:6 to 8:2 m.p.h. It is 
to be hoped that the setback is temporary, because the 
success of the electrification depends on the development 
of a dense freight traffic. 

There is little satisfaction to be extracted from the pas- 
senger business in the month of May. The number of 
passenger journeys was 76,609,000, a decrease of 3,366,000 
from May, 1951, or 4-2 percent. Nearly three-quarters of all 
the journeys were made at low fares of one kind or another. 
About 22,694,000 people travelled on excursion, weekend, 
cheap-day, and similar tickets. This number was 436,000 
greater than in May, 1951, but the average passenger paid 
nearly a penny less, so that the railway revenue from 
this class of travel was £51,000 lower. There was a further 
decrease of £26,000 in the receipts from first class travel. 
Although the average receipt per journey was higher, the 
number of journeys was 485,000 less. This decrease of 25 
per cent. was much the largest in any recent month and 
made the total loss of first class journeys this year no less 
than 1,324,000, or 12-5 per cent of 1951 bookings. The 
downward trend in first class travel since 1947 seems likely 
to become steeper. 

This issue of Transport Statistics contains aggregates for 
24 weeks to June 15. The summary of these statistics 
below shows that there has so far been no excessive pressure 
on railway facilities this year. 


Incr. or 
24 weeks to decr. on Incr. or 
Statistic June I5 1951 decr. 
(thousands) (thousands) per cent. 
Tonnage originating 132,713 + 149 0-1 
Net ton-miles 10,553,821 107,031 1-0 
Loaded wagons 16,278 212 1-3 
Wagon-miles ... 2,100,257 34,444 1-6 
Freight train-miles 65,734 84 0-1 
Coaching train-miles a 104,286 54 0-1 
Freight train engine-hours ... 7,630 391 4-9 
Coaching train engine-hours 
(steam) ise ae ne 5,742 — 133 2:3 


The U.S.A. Railway Position 


N May the U.S.A. railways had an unusual experience. 
Their passenger revenue increased by 7-5 per cent. and 
their freight revenue decreased by 43 per cent. Total 
operating revenues were $18-3 million less than in May, 
1951. Operating expenses were lower by the same percen- 
tage and the operating ratio was held at 77 per cent. Re- 
ductions in taxes and rents left the railways with an in- 
crease of $6:2 in net railway operating income for the 
month, and of $44-6 for the 5 months ended May, or 13°6 
per cent. Net income, or earnings after charges, for the 
5 months was $237 million, compared with $208 million a 
year ago. 

The railways were in a fairly comfortable position when 
the steel strike began on June 2. During that month traffic 
dropped by fully 20 per cent. For the 28 weeks to July 
12, wagon loadings were 1,730,000 below 1951, a decrease 
of 81 per cent. The loss of revenue in June and July 
will be heavy and is not likely to be made good in the 
later months of the year. 

The steel strike has had a serious effect on wagon build- 
ing programmes. Two years ago the railways decided to 
increase their total wagon stock by 126,000. On July | 
the increase was only 40,000 and it seems doubtful whether 
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sufficient wagons can be built during the rest of the 
year to offset necessary withdrawals. Apparently the strike 
did not stop the building of locomotives in June. The 
railways installed 222 new diesel locomotives and 2 steam 
engines during the month; 382 steam locomotives were 
withdrawn from service. During the twelve months ended 
June, 2,540 diesels were installed, while 18 steam locomo- 
tives went into service and 5,798 were withdrawn. In June, 
1,156 diesel and 26 steam locomotives were on order, but 
naturally few additional orders were placed while the 
strike lasted. 

The Detence Transport Administration strongly urges 
the railways to provide more wagons and more diesels, but 
does nothing to help them to secure the essential materials. 
The wagon programme is certainly behind schedule, but 
the substitution of diesel for steam motive power has gone 
forward at a rate which makes it one of the most remark- 
able developments in railway history. 


Ceylon Government Railway 

‘THE report for the year 1951 of Mr. M. Kanagasabay, 

General Manager of the Ceylon Government Railway, 
points out that revenue has been continuously increasing 
since 1947 and reached the all-time peak figure of 
Rs. 65,999,474 during the year under review. Both coach- 
ing and goods receipts reached new peaks, as did the number 
of passengers carried. The increase of revenue over that 
of the previous year has been substantial. Compared with 
the earnings for 1945, the peak year hitherto, there is an 
increase of Rs. 6,407,433; but 1945 was a year of heavy 
military traffic,with road competition still negligible because 
of the effects of the war, while the revenue of 1951 was 
earned from normal traffic in the face of active road com- 
petition. The railway therefore made notable progress 
towards financial stability during the year, as_ is 
indicated below. 

Expenditure was Rs. 72,762,646, exceeding that of the 
previous year by Rs. 1,490,125. The increase was caused 
mainly by annual increments. and extra expenditure on cost 
of living allowances to staff. Although earnings increased 
considerably, they still fall short of expenditure. The deficit 
was Rs. 6,763,172, or nearly 50 per cent. less than the pre- 
vious year’s deficit of Rs. 13,622,382. Gross receipts from 
all sources and total expenditure during the year compared 
with those for the five preceding years are shown in the 
table following : — 

Working cost 


Year Revenue Expenditure per train-mile 

Rs. Rs. Rs. Cts. 
1945-46 ... 56,308,688 52,097,685 12 54 
1946-47 ... 48,349,070 62,847,052 14 15 
1947-48 ... 52,468,355 70,862,703 13 86 
1948-49 .., 55,078,332 71,245,607 12 87 
1949-50 ... 57,650,139 71,272,521 12 47 
1950-SI ... 65,999,474 72,762,646 12 6 


Upper class passenger traffic showed a marked improve- 
ment and third class traffic improved very substantially. To 
popularise rail travel, cheap day-return tickets were intro- 
duced in June, 1950, within limited sections. This was wel- 
comed by the public and 1,836,728 persons made use of this 
concession during the period under review. Indo-Ceylon 
passenger traffic also increased. In 1938-39, the railway had 
839 coaches and with that stock carried 10,705,516 passen- 
gers; in 1950-51 the railway had only 806 coaches but carried 
27,181,603 passengers. 

Goods traffic increased both in tonnage and earnings, 
mainly because of expansion in trade after relaxation of 
controls, rate revision to suit traffic requirements, and heavy 
traffic in connection with Government industrial and agri- 
cultural projects. Goods traffic to and from India improved. 
Goods tonnage in 1951 was 1,505,468 (against 1,280,891 in 
1950) and receipts Rs. 29,798,891 (against Rs. 25,117,527). 
There was difficulty in moving a large volume of traffic with- 
out adequate rolling stock. 

A decline in punctuality compared with the previous year, 
was due largely to the volume of traffic, which also 
necessitated running special trains, thus interfering with 


GAZETTE August 8, 1952 
the passage of booked trains. There was increased demand 
for hire of the “ diesel de luxe ” observation car. 

Four more “ A3” class steam engines and five diesel- 
electric shunting locomotives were received in Ceylon before 
the end of the year, bringing the total number of engines in 
commission to 247. Two “A3” and three diesel electric 
shunting locomotives were placed in service earlier in 1951 
Of the locomotives on order, delivery of 25 diesel electric 
locomotives (broad gauge) and five diesel-electric locomotives 
(narrow gauge) is expected before the end of 1953. One 
hundred and seventy new goods wagons, of which 32 were 
built locally, 95 ballast wagons, and six coaches (built locally 
were put into service during 1951. One hundred and ninety- 
five carriages and 419 wagons have been on indent and, of 
these, 60 carriages and 74 wagons for local assembly. Of 
the former, delivery of 116 carriages and 241 wagons was 
expected to be completed in 1951-52. 

Use of the national languages, Sinhalese and Tamil, for 
railway purposes is discussed in the report. All corre- 
spondence addressed to railway headquarters in the verna- 
culars is replied to in these languages. To enable the staff 
to be conversant in the vernaculars, a start was made to 
conduct classes in Sinhalese and Tamil. According to a 
Cabinet decision, subsidiary legislation was required to be 
translated by the respective heads of departments. On this 
decision, action had to be taken to translate into the ver- 
naculars rules relating to the conveyance of passengers, 
parcels, and goods, including the goods classification. There 
being no staff available with the requisite knowledge of the 
national languages as well as English, a request was made 
to the Permanent Secretary to the Ministry of Transport & 
Works for the services of translators. The decision arrived 
at is to form a Central Translation Service attached to the 
Ministry. It is pointed out that if all the recommendations 
of the National Languages Commission are to be imple- 
mented, considerable expenditure will be incurred. 


Bridge Renewal Methods 


RIDGE renewal as planned and carried out on the 
Western Region of British Railways was the subject 
of a paper recently presented to the Institution of Civil 
Engineers by Mr. A. N. Butland, Assistant Civil Engineer, 
North Eastern Region, and formerly District Engineer, 
Bristol, Western Region, under the title of “ Factors Involved 
in the Renewal of Underline and Overline Bridges and their 
Influence on Design.” Mr. Butland was the engineer pri- 
marily responsible for much of the work described. 

The paper opens with an outline of the manner in which 
proposals for such renewals originate and are handled. It 
is emphasised that renewal is resorted to only if repairs can- 
not be carried out to meet the case. If renewal is finally 
approved the need for additional accommodation is con- 
sidered. For instance, if a bridge carries or spans a public 
road, the highway authority is consulted so that agreement 
can be reached should additional width, headway or carry- 
ing capacity or any improvement in the road alignment be 
desired. Or again, the Chief Regional Officer is consulted 
should additional width for future tracks be considered 
advisable. Other preliminary consultations involve investiga- 
tion by the Soil Mechanics’ Section under the Assistant 
Engineer, New Works, and by the staff of the Bridge 
Assistant if new steel or concrete superstructural design is 
required. The substructure may be designed either by the 
Assistant Engineer (New Works), or by the District Engi- 
neer, and the latter prepares the erection scheme. 

The work is always carried out as far as possible by rail- 
way labour. In the Bristol District, for instance, the Bridge 
Inspector has under him a_ sub-inspector, foreman, an 
attached New Works Inspector, 51 tradesmen, and 60 mates 
and labourers. Additional assistance is also obtainable from 
the Direct Labour Organisation to work under district 
supervision. Plant operators and plant and tools are drawn 
from the Plant Inspector and from the District Pool, respec- 
tively. The district has its own 10-ton travelling steam 
crane, and other cranes can be borrowed from neighbouring 
districts. 
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In the Bristol District the annual bill for bridge and tunnel 
‘epairs and maintenance has amounted to between £60,000 
and £85,000 in recent years. The structures involved are 40 
unnels with an aggregate length of nearly 30,000 lin. yd.; 
368 underbridges and 450 overbridges; 44 viaducts totalling 
about 18,000 lin. ft.; and 104 footbridges. 

For building abutments, brick-faced mass concrete has 
nuch to recommend it. The Western Region practice is to 
ay four courses of 18-in. brickwork, followed by three 
courses of 14-in. work, and then five 9-in. courses, this suc- 

ession being repeated as the wall rises. Each 3 ft. 3 in. 
ieight of wall is thus capable of acting as self-supporting 
shuttering for the wet concrete behind it, and a good key is 
provided to the concrete backing. 

After describing abutment rebuilding and methods of 
rench timbering, including that known as the piling frame, 
the paper discusses the four methods in use for the erection 
yf superstructures in underline bridge renewal. They are 
(i) erection complete by crane of sufficient of the new super- 

tructure to carry one track, (ii) piecemeal erection by crane, 

(iii) transverse rolling out and in of the old and new spans, 
respectively, and (iv) a combination of (i), (ii), and (iii). 
\s an example of method (i), it quotes in some detail the 
renewal of Queen Street underbridge, Cardiff, where a series 
of cast iron arch-rib spans was replaced by a through span 
in the period between midnight and 7 a.m. with the aid of 
two 36-ton breakdown cranes. 

Method (ii) was adopted at Westbury, where a double-line 
through 40-ft. span with pre-cast concrete jack arches be- 
tween pre-cast skewbacks on steel cross girders was recently 
erected. It was also used on the new North Acton-Ruislip 
tracks, carrying the Central Line of London Transport over 
the West Ealing-Greenford loop at a considerable skew, 
necessitating two steel bridges, known as Bridge A and 
Bridge B, referred to and illustrated on pages 675 and 679 
in our June 27, 1947, issue. The paper describes the erection 
of these bridges, consisting: A, of a single through truss 
span, the longer girder of which is 151 ft. long and 12 ft. 
deep, weighing 68 tons; and B, of two spans with girders 135 
ft. long and 14 ft. 6 in. deep, and weighing 62} tons. The 
carriage of each of these girders on Pollen wagons } mile, 
from the fabricating to the bridge site, must have caused 
some anxiety, as a curve with a 2-in. cant and a crossover 
road had to be negotiated. Despite its height, the girder 
was secured only by chains at each end to short timber 
baulks across the wagon. 

Useful hints are given on the rolling-in of spans by 
methods (iii) and (iv) and also details of the work at Old- 
field Lane on the North Acton-Ruislip line. It concludes 
with a brief summary of the preliminary measures necessary 
in preparing for erection, namely, a survey of the work 
entailed and all essential local conditions, the detailed pro- 
gramme containing every item of the work, and the setting 
out and fixing of the new bearings. Certainly, too much 
care cannot be taken in such planning and in making sure 
beforehand that every individual concerned is fully aware 
of each detailed operation and the part he has to play 
in it, directly or indirectly. 


April, 
From | To Miles a 
Railway 
————— 7 . 2 
India— | 
Bombay Victoria... | Calcutta Howrah wef 1,341 G.1.P., E.t. 
Bombay Victoria .., Calcutta Howrah sal 1,223 G.1.P., B.N. 
Bombay Central ..| Dethi Junction ... evel 861 (Bac. ... 
Bombay Victoria... ..| Madras Central ... én 794 G.1.P., M.S.M. 
Bombay Victoria... ..| Poona... Si a 119 G.1.P. as 
Calcutta Howrah ..| Lucknow ... a onal 608 E.I. ‘ne 
Calcutta Howrah ..| Delhi Junction... ast 895 E.l. ‘ig 
Calcutta Howrah -.| Madras Central ... --| 1,032 B.N., M.S.M. 
Calcutta Sealdah ...| Amingaon las a 686 E.I.,O.T., Assam 
Delhi Junction ... ...| Madras Central 7al 1,361 | G.I.P., N.S.,M.S.M 
} 
| | 
Pakistan— | | 
Karachi City | 
| 


...| Lahore Junction ... 
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Indian Main-Line Passenger Services 


THE progress during the past year in acceleration of 
main-line passenger services in India is illustrated 
in the table below of fastest journey times. The mileages 
are those given by Indian Bradshaw; there seem to be 
discrepancies because of routing over chord lines of the 
former East Indian Railway. Some timings are faster 
than prewar, though times between larger cities tend to 
be longer than in 1939. There has been less improvement 
in the South than in other parts of India. What is not 
apparent in the table is the extension of fast travel facilities 
to third class passengers, largely through loss of first class 
traffic to the now extensive internal air services. On the 
other hand, the number of air-conditioned coaches has 
been increased. A number of janata (“ people’s” third 
class only) expresses now are smartly timed between rather 
frequent stops, running in some cases only once weekly. 
They sometimes give, as in the Bombay to Madras timing 
shown in the table, the fastest service. Last cold weather, 
as recorded in our issue of January 25, the fastest steam 
run in the Dominion of India was that of the Bombay- 
Agra weekly janata express, from Bhopal to Bhilsa, 34 
miles in 40 min., but this does not appear in the June, 
1952, issue of Indian Bradshaw. 

The ‘Frontier Mail” from Bombay to Delhi and 
Amritsar, short of the Pakistan frontier (before Partition 
it ran through to Peshawar, near the North West Frontier; 
hence the name) now is shown as conveying all classes. 
Apart from minimum travel distances stipulated for third 
class passengers by some mail trains, the only train in 
India which caters only for first and second class passen- 
gers seems to be the “ Deccan Queen” between Bombay 
and Poona, electrically worked throughout, but not a 
multiple-unit train; it is allowed 2 hr. 55 min. in either 
direction for the 119 miles, including the ascent or descent 
of the Bhore Ghat, which is some 15 min. slower than 
prewar. The fastest runs in India are mainly over the 
electrified lines of the Central (late Great India Peninsula) 
Railway into and out of Bombay; the present fastest 
seems to be that of the up “Poona Express,” allowed 
31 min. from Kalyan to Dadar, 28 miles. The fastest 
steam running generally is over the former G.I.P., Bombay 
Baroda & Central India, East Indian, and Bengal Nagpur 
Railways. 

The general improvement over last year in the speeds 
of long-distance trains reflects well on the managements 
and staffs concerned, in the light of the difficulties with 
which the railways have to contend, including severe speed 
restrictions. Passenger traffic between India and Western 
and Eastern Pakistan has still to adjust itself to Partition. 
Indian Bradshaw does not show connections between India 
and Western Pakistan, but these are given between Cal- 
cutta and some stations in North and East Bengal. Pas- 
sengers to and from Assam now travel normally by the 
Assam Link connection, avoiding Pakistan territory; the 
through journey has been shortened, as the table shows. 
No connections are shown between Calcutta and Assam 
by the former route via Ishurdi and Parbatipur. 


1951 | June, 1952 


he = ke aa Remarks 
Hr. Min Railway Hr. Min 
41 20 Central, Northern, | 39 45 | Via Jubbulpore 
Eastern | 
38 30 | Central, Eastern... «| 37 45 | Via Nagpur 
24 50 | Western ... ese di ae oo ** Frontier Mail"’ 
29 25 | Central, Southern ...| 28 45 | 1952: ‘Janata Express,” 
| third class only, weekly 
3 10 Central ... pe ny 2 ** Deccan Queen "’ 
19 41 Eastern, Northern a a 
26 00 Eastern, Northern ot an ae 
37 (20 Eastern, Southern --| 38 10 | 
42 05 Eastern, North Eastern...| 36 20 | Via Manihari Ghat and 


Assam Link Line 


| Central, Southern | 49 15 | ‘Grand Trunk Express ”’ 
| | 


al: ae ae N.W. oe ee “d 24 25 | “* Pakistan Mail” 
! ' | 
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THE EDITOR 


(The Editor is not responsible for opinions of correspondents) . 


Branch Line Services 


July 26 

SirR,—Regarding the last paragraph of Mr. Latham’s 
letter under the above heading in your issue of June 20, it 
may be noted that the Three Bridges-Tunbridge Wells line 
is one of the four that radiate from the Crawley new 
town area. If, as stated, this town is to have a population 
of 50,000 or 60,000, it seems woefully short-sighted to con- 
sider the closing of any of these lines. Factories large and 
small are already springing up like mushrooms at Crawley, 
and, as it will be the largest town directly between the 
metropolitan area and the south coast, it can hardly fail 
to become an important commercial and amusement as 
well as industrial centre. 

The Tunbridge Wells area is also important and grow- 
ing (as is East Grinstead to a lesser degree) and must be 
linked by rail with new Crawley. The existing bus ser- 
vices between these areas are totally inadequate, and are 
worked tandem by two different agencies; there is no 
attempt at connections between the two at East Grinstead, 
with the result that the 23-mile journey between Tunbridge 
Wells and Crawley takes anything from 2 hr. to 2} hr. 
It is this and the infrequent and slow train service that 
discourage travel between these points at present. A fast 
and much more frequent railcar service—or better still 
fast motor coaches with pneumatic and flanged steel tyres, 
to run over the railway and also to and from the town 
centres—might fill the gap until Crawley develops. 

Yours faithfully, 
KENSUS 
Southborough, Kent 


Efficiency of Diesel Locomotives 
July 21 

Sir,—Mr. J. L. Koffman’s article in your April 11 issue 
rightly points out that the only true comparison between 
the performances of various types of locomotives is the 
fuel to drawbar efficiency. 

However, it should be emphasised that the overall effi- 
ciencies quoted for steam, electric and diesel locomotives 
as 11, 20, and 28 per cent. respectively are overall efficiencies 
from fuel to rail and are applicable to electric locomotives 
only if the whole traction energy for the latter is generated 
in steam power stations of moderate thermal efficiency. In 
countries where the traction energy is generated entirely, or 
even partly in hydro-power stations, this comparison no 
longer holds good. 

The fact is that the overall efficiency of electric locomo- 
tives is of the order of 86-87 per cent. if under “ fuel *—as it 
should be—the electric energy delivered at the pantographs 
is understood. It seems hardly equitable to saddle the 
electric locomotive with the low thermal efficiency of obso- 
lete steam power plant which in Mr. Koffman’s example 
works out at about 27-7-25:3 per cent., if we allow 84-92 
per cent. overall efficiency for the transmission and distri- 
bution of the electrical energy from generator terminals to 
the pantograph of the locomotives. 

Large modern steam plants having thermal efficiencies in 
excess of 32 per cent. are in operation and large projects 
with expected thermal efficiencies of approximately 40 per 
cent, under construction, showing that fuel to rail efficien- 
cies of the order of 23-30 per cent. may be reasonably ex- 
pected with future electrifications, even if the electricity must 
be produced entirely in steam power stations. The com- 
parative fuel to rail efficiency ratio, diesel/electric loco 
given as 1-4 in the article, reduced thus to 28/(23 to 30)=1-22 
—0-94. In addition, there would be the same justification 
to charge against steam and diesel locomotives the energy 
expended .in transporting their fuel to the depots up and 
down country and the fuel losses in transport and storage, 
than to charge transmission losses to electric locomotives. 
The specific weights of 21 different modern electric loco- 





motives in service—ranging from 1,500 V. and 3,000 V. d.c 
to 15-20 kV. 16% and 50 cycle single-phase a.c.—vary be- 
tween 44-6 and 91-5 lb. per h.p. continuous rating at the 
motor shafts, or between 45-5 and 93-4 Ib. per continuous 
rail h.p. 

The specific weights of modern diesel-electric locomotives 
vary from 116 to 190 Ib. per h.p. at the shaft of the diese} 
engine, or from 157 to 257 lb. per continuous rail h.p 
Hence the specific weight ratio, diesel-electric /straight 
electric locomotive amounts to 3:52-5:76 if we com- 
pare the diesels with the electric locomotives having 
the lowest specific weights and to 1-71-2-81 if we compare the 
diesels with the electrics of the highest specific weights. The 
specific weight ratio, diesel-electric / straight electric locomo- 
tive is therefore approximately 3-5-4 and not 2-2-5 on the 
average. 

The appreciable short time overload capacity of the 
straight electric locomotive enhances that advantage stil! 
further, and the comparative efficiency figures quoted in the 
example as 1-145, 1-07, and 1-05 in favour of the diesel will 
turn to a considerable advantage in favour of its straight 
electric counterpart. 

This does not mean, however, that under certain circum- 
stances (for example cheap fuel in countries possessing and 
not importing oil, low traffic density on extremely long 
routes, and so on) diesel traction cannot be fully justifiable. 

Yours faithfully, 
} S. A. VINCZE 
P.O. Box 485, 73, Karepa Street, Wellington, S.W.1 


Denationalising Railways 


July 26 

Sir,—Now that politics has entered the transport busi- 
ness, and. with the impending Transport Bill in Parliament, 
there does not appear to emerge anyone in the Railway 
Executive who can lift the railways out of the inferiority 
complex to which they have fallen, and influence and 
persuade the Government that the dominant role of 
national transport as well as the functions of the British 
Transport Commission should be delegated to them. 

Therefore, as one of the lower-downs in the industry. 
may I offer some observations so that the raiway system 
of this country may rise from its despondency to an 
honoured and respected place in the affection of the nation. 

At the present time the question of fares is a sore one and 
has become a problem for most classes of the community. 
The third class fare should be immediately reduced to Id. 
a mile, with the ultimate objective of +d. a mile. The 
British Transport Commission, however, instead of develop- 
ing and extending rail travel has formulated the policy of 
favouring road transport (which it did not originate) and 
closing down portions of the railway system under the 
illusory theory of road-rail co-ordination. Also the setting 
up of a traffic costing service in London, Glasgow, and 
York, reported in your January 4 issue, besides being an 
expense is a statistical affront to rail transport, for no 
doubt it will “ prove” that the road policy of the B.T.C. 
is right, so that more amputation of the rail service is to 
be expected. 

Further, the B.T.C. as a public body, has not shown 
concern at road casualties. In 1951 more persons were 
killed or injured on the roads than in any year since the 
end of the war—approximately 217,000 men, women and 
children killed or injured. Given the right leadership, 
coupled with simplicity of organisation and cutting of 
costs, rail transport can successfully challenge and reduce 
road haulage to its proper proportions, and not only give 
Satisfactory service, but earn the gratitude of millions in 
promoting more safety on the roads, and proving that 
modern transport can be a blessing instead of a curse. 

Yours faithfully, 


ROBERT W. LEWIS 
104, Leggatts Way, Watford 
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THE SCRAP HEAP 


Buffalo Diversion 


) \n enraged buffalo held up for about 
half-an-hour a Howrah (Calcutta)-Dina- 
pore fast train as the train was about 
to enter Bhagalpur Station during the 
night. The buffalo stood on the track 

} near East cabin, refused to give way and 
kept charging at the locomotive, which 

j had come to a standstill. The buffalo 
did not turn back even after losing both 
its horns against the buffers of the loco- 

I motive. 

: Ultimately the train was backed 
and entered the up platform through a 
diferent line while the buffalo majesti- 
cally stood its ground and declined to 

) pursue the retreating enemy. 


Agreeable Insomnia 
We don’t mind at all not sleeping in 
trains. On the whole we rather enjoy 
lying relaxed and listening to the insis- 
tent cloppety-clop of the wheels and 
vaguely responding to the queer, lonely, 
} and half-assimilated sounds that im- 
pinge on the night traveller’s ears. If 
one is not too familiar with it, or too 
blasé, a night journey in a train is an 
appreciated experience. One lies snug 
in one’s shuttered little box, and dis- 
tance is measured only in terms of 
sound-pattern and in the slowly chang- 
ing stream of thought. Transitional 
emotions, half smothered by gentle 
fatigue, are, on the whole, agreeable.— 
From “ The Scotsman.” 


Luggage Labelling and Packing 

The accompanying illustration shows 
a window display emphasising the im- 
portance both to the passenger and the 
railways of labelling luggage correctly 
and securing it firmly, specially designed 
by British Railways, North Eastern 
Region, for windows where space is 
limited. Shops, more particularly those 
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selling holiday wear and luggage, are 
featuring these displays throughout the 
Region. 


Wishful Thinking 

Commuting from home to work in 
over-filled and rather ancient vehicles 
is a prevalent—and not too popular— 
aspect of life in many parts of the 
world. However, commuters served by 
the Chicago, Burlington & Quincy Rail- 
road in the United States have had their 
travelling time brightened by 30 new 
aluminium-walled suburban cars of an 
interesting gallery type. Unlike 
most commuters we know, it is likely 
that those on the Chicago, Burlington 
& Quincy look forward to their daily 
journeys in such attractive, aluminium 


coated cars. — From “ Aluminium 
News.” 
London Transport 
Lord Douglas of Kirtleside, who 


created a precedent by arriving at West- 
minster by helicopter, is not the first peer 
to favour an unusual form of locomo- 
tion. During the severe winter of 1880 
Lord Hartington, later the 8th Duke of 
Devonshire, went to a Cabinet meeting 
in a sledge . He was driven by his private 
secretary, Lord Esher. 

Even when Prime Minister, Lord 
Salisbury, grandfather of the present 
marquess, used to trundle to Downing 
Street on a tricycle from his house in 
Arlington Street. There is no record of 
his riding in the uphill direction. 

Modern legislators are generally more 
prosaic in their movements. Mr. 
Marples, Parliamentary Secretary to the 
Minstry of Housing & Local Govern- 
ment, is an exception. He comes to the 
House of Commons on a bicycle. 

-‘ Peterborough” in “The Daily 
Telegraph.” 


> 
POINTS 
TO REMEMBER 


Window display devised by the N.E. Region in connection with the British 
Railways campaign for safe luggage transit during the holidays 
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An Old Toll Ticket 

The accompanying illustration is of 
an Isle of Wight Railway toll ticket sent 
to us by a correspondent. The ticket, 
the precise wording of which will be 
noted, was issued for the toll road be- 
tween St. Helens and Bembridge, which 
was part of the Brading Harbour im- 
provement works, authorised in 1874. 
In that year the Liberator Company 


iSLE OF WIGHT RAILWAY COMPANY. 


Brading Harbour Embankment Road and Works.) 


i= ** 7942 
{3 TOLL 2d. 
“ BICYCLE or TRIGYCLE, including Cyclist, or 
2 HORSE, MARE, GELDING, MULE or ASS, laden or 
unladen, and not drawing, or 
BATH CHAIR, including Chairman, or 
HAND CART, inoluding person in charge. 


Serves i). 





vuiiable for one journey We wri fro on day of kone ony 
Not Transferable, 


Toll ticket for the St. Helens— 


Bembridge road, Isle of Wight 


promoted by the notorious Jabez 
Balfour was empowered to build a sea 
wall from St. Helens to Bembridge; 
when it was completed’ Brading 
became an inland village. In 1882 
an extension of the railway to 
the Brading quays, a branch of the 
Ryde-Ventnor line of the Isle of Wight 
Railway, was completed across re- 
claimed land to Bembridge; the line was 
vested in 1898 in the Isle of Wight com- 
pany, which had worked it from the 
outset. 


False Start 


The 12.55 p.m. train from Eastbourne 
to Tunbridge Wells—one engine, two 
coaches—started 10 minutes early yester- 
day. The guard and passengers ran after 
it. But the driver was only moving to 
the top of the platform so that a porter 
could “ rescue ” a small boy’s toy on the 
line.-—From the “ Daily Mail.” 


P.L.A. 
Yes, I will send luggage in advance, 
Smother my fears, consign to fickle 
chance 
My venerable trunk wherein I pack 
All I possess except what’s on my back. 


Forbear to strain the overburdened 
locks 

That shield from harm my only change 
of socks; 

And let your tender care be just the 
same 

For other garments that I must not 


name. 





Executive, though ripe for dissolution, 

Make one supreme and final contribu- 
tion 

To the wellbeing of a grateful nation, 

Preserve my poor belongings’ integra- 

tion. 







Ee & 
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OVERSEAS RAILWAY 


GOLD COAST 
New Rolling Stock 


As recorded in the June 27 issue, 
fifty-four coaches have been ordered 
from Cravens Railway Carriage & 
Wagon Co. Ltd., at a cost of nearly 
£700,000. The order includes 20 third 
class coaches as well as first and second 
class coaches, three first class/second 
class composite coaches, brake and bag- 
gage coaches (of which one has a mail 
compartment), and an inspection coach, 

In the 54 items are two trains sets of 
five coaches comprising a proportion 
of first, second and third class accom- 
modation. These sets will be for use 
on the Takoradi-Accra direct service 
which will be introduced when the 
Achiasi-Kotoku link is completed. 
Construction of this line is expected to 
start before the end of this year, and it 
is hoped that construction will be com- 
pletec within two years. The line will 
connect the Central Province branch 
with the existing Kumasi-Accra main 
line. A total of 509 wagons is on order 
at a total cost of over £900,000. 


RHODESIA 


Proposed Line to Lourengco Marques 

Reconnaissances and a_ preliminary 
survey have found a reasonable align- 
ment for the new railway from Ban- 
nockburn—on the Shabani branch, tak- 
ing off the Bulawayo-Salisbury main 
line at Samabula—to the Portuguese 
East African frontier near latitude 22 
The Portuguese have also completed 
survey work to join the proposed Rho- 
desian line at that point. Completion 
of the line will provide Rhodesia with 
a new outlet to the sea. 

From Bannockburn the Rhodesian 
engineers selected a line following the 
Ngesi River for 40 or 50 miles and then 
crossing it with a bend southwards 
through more broken country to Bonde 
Ine Fort Victoria-Beitbridge highway 
is crossed near Tsembgwe, whence 100 
or more miles of flat plain extend south- 
eastwards towards Portuguese East 
Africa. The total length of the section 
of the proposed line in Rhodesian ter- 
ritory is 204 miles. Details of curves 
arid gradients are not yet available, but 
it is understood that for most of this 
distance the ruling gradient is likely to 
be 1 in 125. 


SOUTH AUSTRALIA 


New Line to Alice Springs 

A dispute between the Federal and 
South Australian Governments on 
routes for the new standard-gauge line 
between Port Augusta, Leigh’s Creek, 
and Alice Springs has ended with the 
publication of the report of the Royal 
Commission set up to inquire into it. 
The commission favours the Common- 
wealth proposal for a line west of the 
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(From our correspondents) 


Flinders Range, and the towns of 
Quorn and Hawker through which the 
present 3 ft. 6 in. gauge line of 
the Commonwealth Railways passes. 
The Premier has announced that the 
State will appoint a committee to con- 
sider claims for compensation for 
hardship caused by the deviation .to 
people living adjacent to the present 
line. The Federal Minister for Trans- 
port has said that constructicn of the 
new line will begin immediately. 


NEW ZEALAND 
More Tonnage Carried 
The railways are now carrying more 
tonnage further than ever before in 
their history. From July 22, 1951, to 
March 1, 1952, the tonnage of goods 
and livestock carried had averaged more 
than 200,000 tons a week, and had 
shown an increase of 6.4 per cent over 
the corresponding period in 1949-50, 
the best previous year. The average 
load of goods trains has risen sharply 
to 346 tons, compared with 323 tons the 
year before, and although the efforts to 
make the best possible use of every train 
has often resulted in train delays, the 
average speed of goods trains has risen 
from 11.61 to 11.69 m.p.h. 


CANADA 


Electric Refrigerator Van 

A new type of electric refrigerator 
van is being tested by the Canadian 
National Railways. It was expected 
that the temperature would drop to 10 
below zero, 15° lower than the average 
temperature obtained in iced refrigexa- 
tor cars. 


Mobile Ballast Crusher 





o 
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AFFAIRS 


It is the first time that a mechanie 
“reefer” van has been built with re- 
frigeration equipment suspended _be- 
neath, in contrast to the standard prac- 
tise of installing it inside the van. In 
addition to refrigerating, the vew 
vehicle also provides heat in the winier. 
A switch transfers power from the cool- 
ing apparatus to a bank of eleciric 
heaters in the ceiling. 

The ‘irst running test of the van wi 
be between Toronto and Halifax earry- 
ing a load of fresh beef. On its retire 
run to Montreal it will convey a con- 
signment of frozen fish. 


= 


ARGENTINA 
Diesel Train Snowbound 

A heavy fall of snow in the south 
recently caused a diesel train of the 
Patagonian Railway to become snovw- 
bound for several days at Pampa de! 
Castillo Station. A plane which had 
endeavoured to drop supplies of food 
and fuel to the stranded passengers 
could not do so because of poor visibi- 
lity. Eventually a motorised unit of the 
8th Mountain Regiment was able to 
reach the train and deliver supplies sitii- 
cient to last until the bad weather 
cleared. At the same time, both the 
Transandine and Northern Transandine 
Railways were blocked by snowfalls. 


UNITED STATES 


Pre-fabricated Wagon Retarders 
For rapid installation in its new hump 
yard at Milwaukee, the Chicago, Mil- 
waukee, St, Paul & Pacific Railroad pre- 
fabricated five electro-pneumatic wagon 
retarders and laid them by crane as prac- 
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Mobile plant, with Leyland Comet tractor and diesel unit, for crushing and 
screening ballast on site, operated by the New Zealand Government Railways 
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tically-complete units. It is estimated 
that this procedure will save about 30 
days as compared with normal assembly 
in position. There is one 91-ft. master 
reiarder and four secondary retarders 
each 84 ft. in length, and it is under- 
stood that these will be the first to have 
tinie-speed controls. The retarders were 
assembled on flat wagons in a wagonshop 
where overhead cranes were available. 
Each was assembled in two parts having 
12 to 14 cylinders, each part on a sepa- 
rate Wagon, and weighing about 25 tons. 


IRELAND 


Proposed G.N.R.(I.) Rates Increase 

The G.N.R.(F.) has given notice that 
it has applied to the Minister for In- 
dustry & Commerce in the Republic that 
it wishes to alter the existing maximium 
railway charges. The alterations sought 
are an increase of 5 per cent. or there- 
abouts in passenger fares, other than 


Publications Received 


Locomotive Stock Book, 1952. Cheam, 
Surrey: Honorary Publications Officer, 
the Railway Correspondence & Travel 
Society, 18, Holland Avenue. 8 in. x 
6 in. 54 pp. Illustrated. Paper covers. 
Price 10s.—The latest edition of this 
useful book covers the years 1950-51 
and gives complete classified lists of 
locomotive stocks of all railways in 
Great Britain at December 31, 1951. 
There are also details of alterations to 
stock for 1950°and 1951, and lists of 
all named locomotives. Other valuable 
features of previous editions which have 
been continued, include the short review 
of British locomotives for the year, and 
over 90 illustrations of classes that have 
recently become extinct. 


Corrosion Resistance of Tin and Tin 


Alloys. By S. C. Britton. Greenford, 
Middlesex: Tin Research Institute, 
Fraser Road. 93 in. x 6 in. 77 pp. 


Price 3s. 6d.—A_ publication dealing 
with the use of tin in coatings for the 
protection of steel and other metals 
from rusting and corrosion has been 
published by the Tin Research Insti- 
tute. The book is in three parts deal- 
ing respectively with the corrosion of 
tin itself, its alloys and coatings of tin, 
and its alloys on other metals. After a 
section on atmospheric corrosion both 
indoors and outdoors, other pages in 
this book deal with corrosion by acids 
and alkalis. 


The Summerson Book of Railway Sid- 
ings.—An illustrated booklet of value 
to all industrial firms who already oper- 
ate or are planning their own railway 
sidings has been published by Thomas 
Summerson & Sons Ltd. Examples of 
the many types of trackwork under- 
taken by the firm are shown diagram- 
matically and in photographic illustra- 
tions, and there are several pictures of 
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charges for workmen’s tickets or season 
tickets; and in workmen’s tickets in- 
creases up to 5 per cent. or thereabouts. 
An increase of 5 per cent. or there- 
abouts is sought on rates for the car- 
riage of merchandise, including live- 
stock. 


NETHERLANDS 


Completing Electrification Plans 


In 1945 it was decided to undertake 
immediately the re-electrification of the 
Netherlands Railways lines destroyed, 
and to embark on the four-year plan 
which included electrification of the 
principal main lines. 

By October, 1948, re-electrification 
was completed and 566 km. of a total of 
3,200 km. was electrified. Electrification 
of principal lines serving outlying dis- 
tricts had begun, as that to Maastricht. 
When this was finished in 1949, it added 


noteworthy layouts for power stations, 
docks authorities, and other organisa- 
tions with a large mileage of sidings. 
The company supplies trackwork for 
sites where rail vehicles and _ other 
wheeled traffic share a common road- 
way. For installations of this kind 
there is a special type of switch with 
minimum opening of the tongue rail to 
prevent accidental trapping of feet and 
vehicle wheels. Lever boxes are flush 
with the road surface. The presentation 
of the booklet, produced by Print for 
Industry Limited, is effective in style, 
with pictorial coloured cover and a 
background tint for the illustration 
pages. 


C.Y. Alloy.—Details of the uses of 
C.Y. materials are given in an _ illus- 
trated booklet published by Follsain- 
Wycliffe Foundries Limited. By their 
resistance to abrasive wear, which are 
their chief characteristic, C.Y. materials 
have a wide field of railway application, 
including brake blocks for locomotives, 
rolling stock, mine cars, and so on, for 
which a wide range of patterns is pro- 
duced. The material has an ultimate 
tensile strength of 30-35 tons per sq. in. 
and a Brinell hardness of 250-475. 


B.S.A.-Sintox Tools.—Details of a new 
type of cutting tool material, known as 
B.S.A.-Sintox, are given in an_ illus- 
trated leaflet issued by B.S.A. Tools 
Limited. Sintox, a product of Lodge 
Plugs Limited, is a ceramic, as distinct 
from high-speed steel, tungsten-carbide 
or diamond. Due to its inherent proper- 
ties the material is said to be ideal for 
machining materials of abrasive quali- 
ties, including plastics, particularly 
those filled with wood, fibre or 
minerals, and other substances such as 
graphite or asbestos. Turning and 
boring tools and milling cutters are 
supplied in any standard or special 
shape, and consist of a tip of B.S.A.- 
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another 90 miles to the lines electrified. 
Subsequently the other main lines were 
gradually electrified, the electrified mile- 
age representing 40 per cent. of the total. 

When Arnhem-Zwolle electrification 
is completed in 1953, there will be 
nearly 850 miles of electrified line. As 
a result of electrification completed since 
1947, the electric train-km. represents an 
economy in fuel of 350,000 tons a year, 
compared with the same number of 
steam train-km. 

Electric traction has to a large extent 
eliminated steam. In 1949, still more 
than 20 million passenger train-km. were 
steam-operated and only a little over 10 
million electrically operated; in 1952 
the proportions are reversed and more 
than 29 million passenger train-km. are 
electrically worked and only 8 million 
by steam. Since 1948, the number of 
passenger train-km. worked by diesel- 
electric traction has been multiplied 
almost seven times. 


Sintox, metalised on to a_high-tensile 
steel shank. It is claimed that milling 
cutters tipped with the material for 
machining graphite, during a series of 
tests, showed themselves to be capable 
of giving a life between grinds 24 times 
that of tungsten-carbide or high-speed 
steel. Conventional grinding wheels are 
not suitable for grinding B.S.A.-Sintox. 
Bakelite-bonded diamond wheels of 
200-400 grit, are suitable for finish- 
grinding, and coarser wheels up to 200 
grit can be used for removing stock. 
Grinding wheels to grade C.80 H.V. 
and C. 120 H.V. manufactured by the 
Universal Grinding Wheel Co. Ltd. for 
rough and finish grinding respectively, 
are also said to be suitable. 


Coles Cranes——A series of illustrated 
leaflets containing principal dimensions 
in the form of tables, and other relevant 
details of the various types of Coles 
mobile and rail cranes has been issued 
by Steels Engineering Products Limited. 
The designs include mobile cranes of 
one, six, ten, 15, and 20 tons capacity, 
some of which are lorry-mounted. The 
rail cranes have a lifting capacity of 
six and ten tons. The working radius, 
height of jib and so on, are given in 
graph form. 


Oxy-Acetylene Welding Rods.—Details 
of a new range of welding rods are given 
in an illustrated leaflet issued by the 
Suffolk Iron Foundry (1920) Limited. 
The range includes Sifonite No. 18, a 
hard surfacing rod, of a special cast hard 
alloy, developed to eliminate wear due 
to corrosion or abrasive action. Three 
sizes of rod are available, + in., 7% in., 
and + in. dia. respectively. Also 
developed is a new bronze welding rod 
for Sifronising stainless steel fittings. 
The rods contain 22 per cent. nickel and 
are available in 7% in. and 4 in. dia. 
respectively. Welding instructions are 
included in the text. 
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Berlin Railway Communications 


Complexity of operating caused by 
the existence of political boundaries 


BEFORE the war, Berlin possessed six 

main-line termini, the Stettiner, 
Lehrter, Potsdamer, Anhalter, Gorlitzer, 
and Schlesischer stations, and additional 
terminal facilities were provided by the 
east-to-west Stadtbahn, enabling some 
long-distance trains to traverse the city 
centre, calling at Charlottenburg, Zoolo- 
gischer Garten (“Zoo”), Friedrich- 
strasse, Alexanderplatz, and Schlesischer 
stations. The fastest trains, including the 
high-speed railcars to and from Cologne, 
and the “ Nord Express,” stopped only at 
Zoo, Friedrichstrasse, and the Schlesi- 
scherbahnhof. The various radial lines 
were connected by the Ringbahn, largely 
four-track. 

For suburban traffic the pre-war Ger- 
man State Railways had undertaken an 
extensive scheme of third-rail electrifica- 
tion, the resulting system being known as 
the S-bahn; the electric trains crossed the 
city from one suburban terminus to an- 
other, by means either of the Stadtbahn 
(with a two-minute electric service at cer- 
tain hours) or of the Nord-Sud-Bahn, a 
sub-surface connection from the Stet- 
tiner to the Anhalter station completed 
just after the outbreak of war. The S- 
bahn electric trains convey a fair amount 


of purely city-centre traffic, besides sub- 
urban passengers. 

The Berlin railways suffered heavily in 
wartime air attacks, and because of the 
small amount of traffic after the war it 
was decided to close the Potsdamer and 
G6rlitzer stations and to concentrate 
services on the Stadtbahn. The Lehrter 
station has also passed out of use; this 
last figured in the timetables in May, 
1951. Since 1946, fast trains, much re- 
duced in number compared with pre-war, 
have used as their termini the Anhalter, 
Stettiner, and Schlesischer stations; those 
which run over the Stadtbahn also call 
at Zoologischer Garten and Friedrich- 
strasse. The Stettiner and Schlesischer 
stations were respectively renamed Nord- 
bahnhof and Ostbahnhof early in 1951. 

The Zoo station is the hub of West 
Berlin, while the Anhalter and Nord 
stations are adjacent to the sector boun- 
daries in the city centre. In the East 
German Railways new summer time- 
table, East German trains have ceased to 
call at stations in West Berlin. Fast 
trains are concentrated on the Ostbahn- 
hof, and slow trains terminate at sub- 
urban stations, from which passengers 
can continue their journeys by the S- 


bahn; certain slow trains are diverted 
to the East Berlin § inner-suburban 
stations of Lichtenberg and Baumschu- 
lenweg. It is not possible to divert all 
East German trains clear of West Berlin, 
and certain trains still cross the western 
sectors, but without making the usual 
stops. The Nord and Anhalter stations 
have been closed. 


Avoiding Line on South Side 


Some of the diversions have been made 
possible by construction of a new rail- 
way from a point on the Berlin-Bitter- 
feld (-Halle/Leipzig) main line south of 
Grossbeeren to a junction with the 
Berlin-Cottbus line at Griinau. The line 
is 24 km. long; 4 km. are within East 
Berlin and the remainder outside the city 
in the Soviet Zone. An additional 3 km. 
of single track provides a connection to- 
wards Ludwigsfelde. Although this 
construction results from the current 
political situation, the line was already 
planned during the war as part of the 
Siidliche Guteraussenring (Southern 
Outer Circle goods line), and is shown 
thus on wartime maps. Goods operation 
over the new line commenced on July 10, 

(Continued on page 155) 
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Mechanisation at Temple Meads Goods Station 


Conveyor system installed at Western Region 
depot handling some 1,700 tons of traffic daily 


f hererert pen Meads was the only goods 
station in Bristol until 1858. It was 
situated 30 ft. below the level of the 
adjoining G.W.R. passenger station and 
high-level lines, whence it was served by 
turntable and wagon hoists. In 1876 the 
goods station was remodelled, the re- 
vised layout remaining in use until 1928 
when the present goods shed, occupying 
about twice the original area, was com- 
pleted. In recent months this shed has 
been adapted to incorporate the latest 
methods of mechanisation, amounting to 
some 1,600 ft. of conveyors. 
Immediately after the war a full sur- 
vey was made by the Great Western 
Railway of operations in connection with 
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CARTAGE FRONT WITH INLET TRACK 


miscellaneous traffic on goods sheds, and 
it was established that the larger the 
goods shed the more expensive was the 
cost of handling. Investigation showed 
that the more compact arrangement of 
the work at the smaller stations and the 
more simple sorting problem realised 
better results, so attention was directed 
to obtaining the advantage of the smaller 
stations in the layout and method of 
work at the larger depots. 

Research was conducted on the basis 
of time-study analysis, which necessitated 
breaking-down operations into their 
component parts and studying how each 
could best be performed. As Temple 
Meads was a comparatively new and ex- 


pensive goods shed, there had to be 
compromise between what might be 
termed the ultimate development o: 
freight handling and the practical return 
on expenditure at such a new depot. It 
was decided, therefore, that any modern- 
isation or mechanisation should be in 
the form of adaptation within the exist- 
ing premises. 

Research showed that there is scope for 
elimination of waste time and effort both 
by improvement in the organisation of 
work and introduction of mechanical 
aids. Sorting was found to have a detri- 
mental effect on the balance of the gang 
work and the weight of the barrow load, 
which becomes more pronounced as the 
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Fig. 1—Plan of Temple Meads Goods Station and layout of conveyors from inward platforms to cartage front 











1 605.0" CARTAGE- | POWER ! CARTAGE- }-RISING- i’ Paani | LOWERING| TRANSFER | | 336.0" INWARD 
le—FRONT CONVEYOR-+DRIVEN*+--FRONT— >| CONVEYOR l*-GRAVITY-ROLLER STORAGE — -++CONVEYOR"+ -PIERHEAD — }+ — —CONVEYOR— > 
| 
| TOWN TRAFFIC | BEND |ZONALTRAFFIC + CONVEYOR | ' (FREE RUNNING | | 
| | | im | ROLLERS) | | 
| | ' 
| 2 oe —— a ! 
as | | | oom 1 LEVEL AND DATUM , | r a | 
| i | ‘BRIDGE 1 1N 20 — Pa | 
| | | a : : | = 
| a Se ee ee ae .° am i ! 
| l | > 2 3 >! 3| | mm 
| | | aa o& 8&8 F3 al wi 
i i. dl , dag ai g a} OS zl rt 
8 be Sag 2) ss s 2 a! 3 2 g gi 
lq A o od 6F ‘ol ol <| oa 3 
[ss | | ss 7 a ‘ol wl “| | si 


Fig. 2—Diagram of conveyors making up the continuous system, showing the various levels 
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size of the shed increases. A dispropor- 
tionate degree of effort is incurred 
by a man in moving himself and his 
barrow with only about 14 cwt., and 
totally unproductive effort is entailed in 
empty barrow running. Both could be 
reduced materially by moving the traffic 
in bulk from point to point in the goods 
shed by mechanical means. Waste time 
and unproductive effort arise from lack 
of balance between the different sections 
of work, resulting in one or more mem- 
bers of a shed gang waiting for the 
others. This can be avoided by the crea- 
tion of “ reservoirs” of work to ensure 
a continuous and steady supply. 


Platforms Retained 

Carrying a staff sufficient to meet the 
heavy evening “peak” of forwarded 
traffic results in uneconomic working. 
Whilst at Temple Meads it was con- 
sidered undesirable to remove platforms 
and so provide access for direct peram- 
bulation by road vehicles, it was neces- 
sary to arrange the mechanical plant.so 
as to provide efficiency and economy in 
this work phase. It was also established 
that the retention of platforms is advan- 
tageous for the discharge of certain 
wagons with traffic primarily sorted 
ready for immediate transfer to stillages 
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grouped at the wagon side. Also, there 
should be the maximum freedom of 
movement about the shed, achieved by 
the absence of physical obstructions 
(whether in the shape of roof-supporting 
columns or conflicting movements of 
numerous trucking units passing in vari- 
ous directions simultaneously over the 
shed decks), and the adoption of an 
ordered sequence of operations. 
Elevating Platform Trucks 

The foregoing principles have been 
incorporated in a full scheme of mechan- 
isation at Temple Meads catering for re- 
ceived, forwarded and transfer traffic. 
Bearing in mind the time involved in 
implementing such a scheme, electric 
elevating platform trucks and stillages 
were introduced early in 1947 so that the 
partial benefits of mechanisation could 
be obtained simultaneously with under- 
taking the major constructional work. 
Moreover, the trucks which form an 
essential part of the complete scheme 
were thus immediately available for oper- 
ating in conjunction with the whole con- 
veyor-belt system. 

The adapted layout of the shed is 
shown in the diagram. Two long con- 
veyors have been installed between 
wagon roads 10 and 11, and between 12 
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and 13, each serving a pierhead of free 
rollers set at 18 in. above platform level. 
From each pierhead short slat conveyors 
connect with descending gravity rollers, 
both systems conveying to a common 
point at the bottom of the descent. A 
driven roller junction and rising slat con- 
veyor take packages forward towards the 
cartage front conveyor, which is reached 
after negotiating a right-angle turn at 
the north-west corner of the shed by 
means of an aluminium slat conveyor 
of novel construction. The slats in this 
conveyor are tapered in plan so as to 
preserve equal spacing between them. 
It is believed to be the first time that this 
arrangement has been adopted in a goods 
shed. 

The cartage front conveyor, 631 ft. 
long, serves 84 cartage vehicles grouped 
in 12 local cartage posts. At the west 
end of the shed the conveyor system is 
carried through a subway so that a com- 
pletely clear run is thus made available 
from the transfer pierheads to the various 
avenues for perambulation by the electric 
trucks. 

Received wagons are berthed in groups 
of 16 at the east end of the shed serving 
roads 10, 11, 12, and 13, at which point 
all open wagons are unsheeted and flaps 
lowered. They are then propelled into 
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Looking towards the eastern entrance of the shed at Temple Meads from a point near the ends of the two platform 
conveyors, and the lowering conveyors that take inward goods into the subway on their way to the cartage front 
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Unloading goods on to a platform conveyor 


the shed for berthing in groups of 16 on 
both sides of each conveyor, where they 
are inspected by the shed foreman. 

Six wagons are discharged simultane- 
ously on to the adjacent conveyor by 
teams of six men on each turn of duty. 
Packages are brought by the conveyors 
to the transfer pierheads, those for trans- 
fer being chalk-marked en route accord- 
ing to destination. At both transfer pier- 
heads packages for transfer are removed 
by six men operating with twelve stillages 
(six on each side of pierhead) and await 
conveyance by electric elevating plat- 
form trucks to the appropriate avenue. 
Separate stillages are allocated to each 
avenue to afford the advantages of 
perambulation direct to wagon. As a 
zonal centre, Temple Meads is a focal 
point for transfer traffic from a wide 
area, so that traffic of this kind amounts 
to nearly two-thirds of the total handled. 


Stcrage Conveyors 


Received traffic passes over the trans- 
fer pierhead, whence it is chalk-marked 
according to local or zonal cartage post; 
and local traffic proceeds to the gravity 
roller storage conveyor. Packages can be 
accumulated on either of these storage 
conveyors and are drawn off alternately 
from the bottom of each by means of the 
short lengths of rising slat conveyors 
which feed to the cartage front conveyor 
via the driven roller junction, rising slat 
conveyor, and aluminium slat conveyor 
which negotiates the north-west corner 
of the shed. 

Packages are removed from the cart- 
age front conveyor by the cartage load- 
ing staff and loaded direct to the appro- 
priate waiting road vehicle, traffic being 
associated with the delivery sheets at this 
juncture. Seven road vehicles constitute 
each of the 12 cartage posts, a stand- 
dray being berthed centrally with three 
road vehicles on each side; the purpose 


of this is to provide a portable platform 
for the use of the cartage checker for re- 
taining part-lot consignments and obviat- 
ing split deliveries. 

The maximum size of package which 
can be handled on the conveyors is 4 ft. 
in all dimensions, and the capacity of the 
conveyors is 2 cwt. per foot run. Pack- 
ages too heavy or awkward for the con- 
veyors are unloaded from the other side 
of the wagons on to the platform by 
mobile crane and are handled by stillage 
and electric truck. 

A bird’s eye view of operations on the 
shed is provided from the control cabin, 
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17 ft. above platform level. A red lamp 
is associated with every conveyor 
“ start” push-button and is alight while 
its conveyor is Operating. ‘* Stop ” push- 
buttons are provided for emergency use 
every 50 ft, alongside the conveyors 
themselves, either in the platforms, or, 
for the 631 ft. cartage conveyor, on the 
roof columns. Any of these stops the 
conveyor concerned and extinguishes the 
red light in the control cabin. “ Start” 
buttons are fitted adjacent to these emer- 
gency controls, but do not themselves re- 
start the mechanism. When operated by 
the shed staff they light up a green signal 
lamp in the control cabin, and the con- 
trol foreman presses his own “ start” 
push-button after giving a warning bell 
signal. 

Immediately below the control cabin 
is the junction of the conveyor systems 
from the two platforms, enabling the 
foreman to watch the flow of packages 
and draw on those coming from either 
platform as necessary. 


Handling Forwarded Traffic 


Forwarded traffic is unloaded to the 
cartage front conveyor which runs at 
35 ft. per min. from west to east as when 
handling received traffic. Packages are 
removed from the conveyor at selected 
pierheads and loaded to stillages for con- 
veyance to the appropriate avenue for 
perambulation direct to wagon. During 
periods of received traffic working, any 
forwarded traffic originating from the 
town is dealt with by elevating truck and 
stillage at that portion of the cartage 
front not served by the conveyor. 

There are nine power conveyors, oper- 
ating at 40 ft. per min. with the exception 
of the cartage front conveyor, and they 
are driven by Brooks 3-phase motors in 
sizes from 30 h.p. for the 631 ft. cartage 
conveyor, and 20 h.p. for the two plat- 


Removing packages for transfer at a pierhead, where they are placed on 
stillages to await perambulation by electric elevating platform trucks 
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form conveyors, to 5, 4, and 3 h.p. for 
the shorter conveyor sections, The elec- 
trical control gear is by Allen West & 
Co. Ltd. The main contractor for the 
whole conveyor installation was Rown- 
son, Drew & Clydesdale Limited. Con- 
veyor rollers were supplied by the Renold 
& Coventry Chain Co. Ltd. 


Battery Vehicles 

Twenty-seven Scott electric elevating 
platform trucks perform the perambula- 
tion of goods on the stillages. They are 
powered by Exide-Ironclad batteries with 
a capacity for 12 hr. service. A charging 
room with 27 Westinghouse Westalite 
rectifier equipments has been provided at 
the east end of the shed. The battery 
boxes are mounted on rollers for easy 
movement between the trucks and the 
charging positions and each is connected 
to the charger through a single plug. 

The shed is equipped with five Ran- 
some & Rapier petrol-electric cranes, two 
of 2-ton and three of 1-ton capacity, for 
handling bulky articles. 

About 400 wagons come into the shed 
each day. When the scheme was de- 





Aluminium slat conveyor negotiating right-angle turn 


Berlin Railway Communications 
(Concluded from page 151) 


1951, but was temporarily discontinued 
at the end of August because of difficul- 
ties with new bridgework at Griinau. 
Diversions include that of Stralsund 
and Rostock line fast trains from the 
Nord to the Ostbahnhof via the Ring- 
bahn; eastward to Frankfurt/Oder, fast 
trains which formerly terminated at 
Berlin Zoo now start from and run to 
the Ostbahnhof. On the lines to Dres- 
den, Halle, and Leipzig via Bitterfeld, 
fast trains formerly using the Anhalter- 
bahnhof are diverted by the new line 
to the Ostbahnhof. The Berlin-Prague 
diesel train runs to and from Friedrich- 
Strasse. Fast trains on the Dessau line 
run non-stop through West Berlin from 
Drewitz to Friedrichstrasse and termi- 
nate at the Ostbahnhof. Expresses from 
Magdeburg, Stendal, and Schwerin 
run non-stop through West Berlin to 
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Junction of the two platform con- 
veyor systems seen from the control 
foreman’s cabin 


Friedrichstrasse and terminate at the 
Ostbahnhof. 

A further section of avoiding line is 
to be built between Karow (on the 
Stralsund line) and Birkenwerder (on 
the Oranienburg line); it will run 
partly in the Soviet Zone north-east of 
the city. 

Interzonal Passenger Traffic 

The six daily public interzonal pas- 
senger services from Western Germany 
(two each from Hamburg and Cologne 
and one each from Frankfurt/Main 
and Munich) continue to call at Zoo 
before continuing to Friedrichstrasse 
and Berlin Ost. Military trains from 
Western Germany via Helmstedt ter- 
minate at Charlottenburg (British Sec- 
tor), Lichterfelde West (U.S. Sector) 
and Tegel (French Sector). The Berlin- 
Moscow “ Blue Express” of the Soviet 
occupation authorities now starts from 
the former Imperial private station at 
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signed, zoning was not in full operation 
and of the 1,100 tons arriving daily some 
800 tons were transfer traffic. The pro- 
portion of transfer traffic has been re- 
duced since full implementation of the 
zonal scheme, although as a zonal centre 
Temple Meads acts as a collecting point 
for goods which it has not been possible 
to make up into full wagon loads at rail- 
heads. 

Forwarded traffic amounts to about 
600 tons daily, the rate at which it is 
handled reaching 100 tons an hour in the 
p2ak period between 4.30 and 7.30 p.m. 





RoaD VEHICLE FITTINGS.—A new electro- 
hydraulic operating gear for bus doors and 
a shuttered lamp for coach interior light- 
ing will be shown on the stand of Wilmot 
Breedon Limited at the Commercial Motor 
Show. The bus door exhibit will consist 
of a full-size working model operated by 
push-buttons. In the shuttered dual-beam 
lamp the aim has been to provide local 
lighting for individual passengers, with 
facilities for cutting off the beam in one 
direction when lighting is not required at 
both seats adjacent to a fitting. 





Cartage front conveyor and cartage post. 


Potsdam Wildpark and runs via Seddin 
and the new line to KOpenick, where a 
portion from Berlin Ost and Karls- 
horst is attached; this train requires 
90 min. for the journey Wildpark- 
K6penick, without stops, which is 
exactly the same as the journey time 
Wildpark-KG6penick by the S-Bahn 
across the city centre, with 26 stops. 
From KG6penick it continues via Frank- 
furt/Oder, Posen, and Warsaw to Brest- 
Litovsk, from which point there is a 
broad-gauge connection to Moscow. 
Apart from interzonal trains, passen- 
ger traffic at West Berlin stations is now 
limited to the electrified S-bahn service, 
which still provides fast and frequent 
connections to all parts of the city. 
Several extensions of electric working 
have taken place since the war; most of 
these are single track, and no new roll- 
ing stock has been obtained since the 
war. Electrification is in progress 
between Wannsee and Drewitz. 
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Motor Coach Stock for 50-cycle Operation 


Units with a.c. motors or rectifiers under 
test by the French National Railways 


\ 
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S.N.C.F. Western Region stock converted to accommodate ignitron rectifiers 
feeding the existing 600V. d.c. equipment 


ONCURRENTLY with the trials of 
Co-Co locomotive No. 6051 de- 
scribed in our May 16 issue, two motor 
coach and trailer sets with 50-cycle 
traction equipment have been running 
experimentally on the French National 
Railways line from Aix les Bains to 
La Roche-sur-Foron. One of these sets 
has 50-cycle motors, and the other d.c. 
motors fed by ignitron rectifiers. 
The set with 50-cycle motors (Z9051 
motor coach with ZS19051 trailer) has 
been converted from two vehicles of the 





former Paris-Orleans Railway origi- 
nally introduced for Paris suburban ser- 
vices in 1925. Removal of the existing 
1,500V. d.c. equipment and preparations 
for installation of the 50-cycle apparatus 
were carried out by the French National 
Railways at their Oullins works, and the 
S.N.C.F. also equipped the vehicles with 
electric lighting and heating. The com- 
plete 50-cycle traction installation was 
supplied by the Ateliers de Construction 
Oerlikon. 

The motor coach is powered by four 


Two-coach set with Oerlikon electrical equipment, powered by four force-ventilated motors operating at the 50-cycle frequency 


’ 


force-ventilated, fully spring-borne 
motors with Oerlikon flexible drive, con- 
tinuously rated at 426 h.p. and with a 
l-hr. rating of 445 h.p. Two series pairs 
of motors are connected in permanent 
parallel. Each motor with flexible 
drive, but without pinion and separate 
gearcase, weighs | ton 114 cwt. In 
this transmission the flexible coupling 
between the armature shaft and the 
drive to the pinion is inside the motor 
casing. The motors have 14 poles. 

Forced ventilation of the motors has 
enabled the performance to be improved 
considerably compared with that of the 
previous d.c. equipment. The two 
motor-blowers are installed inside the 
motor coach body, but the rest of the 
equipment is below the underframe and 
a satisfactory weight distribution has 
been obtained by mounting the com- 
pressor, motor-generator and_ battery 
under the trailer. Maximum speed is 
50 m.p.h. 

The oil-cooled transformer is rated at 
1,035 kVA for the motors, 50 kVA for 
the auxiliary machines, and 100 kW. for 
electric heating. Seven tappings on the 
secondary provide 13 notches, but acce- 
leration is automatic and only notches 5, 
7,9, 11 and 13 are normally selected by 
the controller. The progression can, 
however, be arrested at any moment by 
releasing the controller handle, and it is 
possible to notch up by hand if desired 
by operating a push-button. At start- 
ing, the main poles are shunted, the 
shunts being removed automatically at 
6 m.p.h. 

Auxiliary machines are supplied at 
380V., 50 cycles, the motors being of the 
single-phase, cuapacitor-starting squir- 
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rel-cage type. They comprise a blower 
and oil circulating pump for the trans- 
former, two traction motor blowers, a 
compressor, and a motor-generator set 
for charging the 72V. battery. The 
m.g. set motor operates with one value 
of capacitor at starting and another 
while running. Lighting is normally at 
72V. a.c. from a transformer in the 380 
V. circuit to the auxiliaries, but the bat- 
tery is switched in automatically in the 
event of a failure of this supply. <A 
1,500V. tap on the main transformer 
primary feeds the motor coach and 
trailer heating circuits. 


Motor Coach with Rectifiers 

The second motor coach and trailer 
set (Z9055) has been equipped with an 
ignitron rectifier installation supplied by 
the Westinghouse Electric Corporation, 
the S.N.C.F. having decided to test this 
type of apparatus after studying the 
results obtained with ignitrons in a 
motor coach of the Pennsylvania Rail- 
road. In this instance the vehicles are 
regarded purely as a mobile test-bed for 
the rectifiers, so that the apparatus and 
auxiliaries have been installed in the 
body of the motor coach. The set has 
been withdrawn from Paris suburban 
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services on the Western Region and re- 
tains its existing 600 V. power circuits 
and traction motors, the latter, built 
about 1914, having a one-hour rating of 
190 h.p. The converted unit has a maxi- 
mum speed of 50 m.p.h. 

In effect the ignitrons and their asso- 
ciated apparatus form a mobile substa- 
tion for the d.c. equipment, which has 
resistance and _ series-parallel control. 
Four ignitrons are connected to give 
full-wave rectification, two in parallel 
conducting on each half-cycle, the 
centre point of the transformer secon- 
dary being earthed. 

A ripple smoothing circuit con- 
sisting of a reactor in series with the 
motors and a resonant filter to earth 
comprising a capacitor, reactor and re- 
sistance adjusted as a 100 c/s acceptor 
circuit reduce the rectified current 
ripple. 

In the motor coach the d.c. control 
equipment is behind the driving cab, and 
the ignitrons and new apparatus associ- 
ated with them are in a compartment at 
the opposite end of the body so as to 
equalise as far as possible the weight 
distribution between the two bogies. A 
motor-blower in this compartment cools 
the transformer, ignitron assembly, main 
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d.c. reactor and filter reactor. The 
blower motor also drives a generator for 
charging the battery and supplying d.c. 
auxiliaries retained from the original 
installation. 


Trial Results 

Trials have been carried out on two 
days with the motor coach unit (Z.9051 
and trailer) with Oerlikon 50-cycle 
motors. Attention was directed to heat- 
ing of motors when running for several 
hours with 30-sec. stops at intervals of 
4-mile, every twelfth stop lasting 4 min. 
for measurements to be taken. Actual 
figures for one motor compared with 
those of the specification (in brackets) 
were: armature 44° (85°), commutator 
65°5° (70°), main poles 37° (85°) and 
compensating windings 45° (85°). 
These figures were slightly exceeded 
when a third vehicle of 60 tonnes was 
added to the set, but were still below 
the specification limit. 

Motor coach No. 9055 (with West- 
inghouse ignitron rectifiers) and trailer 
has also been tested. Power factor 
proved to be better than 0:9, and the 
ripple in the motors was 20 per cent. 
with filters in circuit or 35 per cent. 
with them omitted. 


New Co-Co Locomotives for Netherlands Railways 


Mixed traffic type of American 
design built in Holland under licence 


HIS summer the Netherlands Rail- 
ways have placed in service the 
“1200” class Co-Co locomotives of 
which 25 have been built to designs of 
the Westinghouse Electric Corporation 
and the Baldwin Locomotive Works. 
Apart from certain mechanical and elec- 
trical parts imported from the United 
States, construction has taken place in 
Holland, the electrical work having been 
carried out by Heemaf, under licence 
from Westinghouse, and the mechanical 
side by Werkspoor. 
The locomotive is carried on two one- 
piece cast steel bogies which incorporate 






in a single monobloc casting all the 
brackets and supports for attachment of 
brake gear and the suspension com- 
ponents. A swing bolster rests on trans- 
verse laminated springs in each bogie, 
and the bogie frame is supported by coil 
springs from side members bearing on 
the axleboxes. All tractive forces are 
transmitted to the body through the 
bogie pivots. The body is divided in- 
ternally into two driving cabs and three 
apparatus compartments, the central one 
housing the H.T. assembly and the 
others the auxiliary machines and 
equipment. A  motor-compressor is 





housed in the “nose” at each end of 
the locomotive. Corridors connecting 
the driving cabs run the length of the 
body on both sides. Body and under- 
frame are of all-welded construction. 
The locomotive has a continuous 
rating of 3,000 h.p. at 45 m.p.h. (585 A., 
675 V. per motor). Maximum speed is 
87 m.p.h., but the normal service speed 
is 78 m.p.h. with a 520-tonne passenger 
train. At starting the locomotive 
develops a tractive effort of 26 tonnes; 
at 45 m.p.h. it is 11 tonnes; and at 77 
m.p.h. the effort is 6-6 tonnes. The 


requirements of the specification call for 
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Dimensions of Netherlands Railways 1,500V. d.c., 3,000 h.p. locomotive 
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the locomotive to haul a goods train of 


1,650 tonnes on the level at 37 m.p.h. 

Three axle-hung, nose-suspended 
traction motors are accommodated in 
each bogie and drive through plain 
pinions and gearwheels. One of the two 
motor-blowers serves the three traction 
motors in the adjacent bogie and the 
H.T. compartment, with the starting re- 
sistances. The other blower ventilates 
the motors in the second bogie and is 
coupled to a 48 V. d.c. generator for 
control and auxiliary supplies and 
battery charging. Three motor group- 
ings and three weak-field notches, under 
the control of electropneumatic con- 
tactors, provide 12 economical running 
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series, two parallel groups of three in 
series, and three parallel groups of two 
in series. An indicator shows the num- 
ber of the notch in use at any time, the 
numbering being consecutive through 
the three groupings. On the left of the 
cab an auxiliary controller with certain 
series notches only is provided for 
shunting purposes. The locomotives 
being designed for one-man operation, 
a dead man’s treadle is fitted in the 
driving position. 


Electric Speedometers 


Six meters on the instrument panel 
show line voltage, total motor current, 
motor current by groups, control supply 

















One of the new 


speeds. Field-weakening is effected by 
tapped diverter resistances in series with 
inductive shunts, giving values of 67, 50, 
and 42 per cent. of full field. The motors 
are not compensated. Satisfactory 
characteristics for mixed traffic work 
have been obtained with this degree of 
field reduction, the speed range in 
parallel for a tractive effort of 8 tonnes 
being, for example, 50, 56, 62, and 67 
m.p.h. 


Driving Cab Equipment 

A pedestal type controller is located 
on the left of the driving seat in each 
cab, with field-shunting, accelerating and 
reversing handles arranged one above 
the other. The accelerating handle also 
effects the transitions; a push-button at 
the end of the hand-grip must be 
operated to enable it to be moved from 
the last notch in one grouping to the 
first in the mext. There are 15 re- 
sistance notches in series, 10 in series- 
parallel, and 8 in parallel. At least two 
motors are in series in each grouping, 
the combinations being six motors in 
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series inany grouping of the motors. Cut: 
out switches enable motors 1 and 2 or 
5 and 6 to be short-circuited in the event 
of a failure of any of them. Motecrs 
3 and 4 can be cut out separately. With 
these arrangements the locomotive cin 
continue running with four or five 
motors operating in series connection 
after a fault. 

The blower and compressor motors 
all operate at line voltage. They are 
connected to the line through electro- 
magnetic contactors with double con- 
tacts and protected by fuses. All have 
a fixed resistance permanently in circuit, 
but the blower motors are in series also 
with a starting resistance that is cut 





** 1200” class locomotives working a passenger train 


voltage, and air brake cylinder pres- 
sure. An electric speedometer, one of 
which has recording apparatus, is fitted 
in each cab. For this purpose a small 
generator is driven off the middle axle 
of each bogie. 

The pantographs have double pans, 
each with three contact strips, so that 
under the double contact wire system 
of the Netherlands Railways there may 
be as many as 12 surfaces of contact at 
each pantograph. A special form of 
carbon strip incorporating finely divided 
copper has been used to obtain the low- 
resistance advantages of metallic con- 
tacts without increased wear of the over- 
head wire. The pantographs are spring- 
operated under compressed air control, 
the down spring being stronger than 
those that lift the framework, but its 
effect being counterbalanced by the air 
cylinder driving the upward movement. 

A 4,000 A. fuse with magnetic blow- 
out protects the traction circuits, in 
addition to which there are the normal 
overload protective relays. There are 
always at least three line contactors in 


out automatically when they are up to 
speed. 

The locomotive has four 2:5 kW. 
electric heaters in each cab and pro- 
vision for electric heating connections 
to the train, this service being under the 
control of an electromagnetic contactor 
and protected by an overcurrent relay 
and fuse. 

When first introduced the new loco- 
motives were used on heavy trains con- 
veying coal from the Limburg mines, and 
trains of oil tank wagons from Dernte. 
They also work express passenger trains 
between Amsterdam and Maastricht. It 
is intended to make detailed comparative 
tests between their performance and that 
of the Alsthom Co-Co series now being 
delivered, 

With a weight in working order of 105 
tonnes, all of which is available for ad- 
hesion, the locomotives are well adapted 
to starting heavy goods trains, and their 
three motor groupings give them an 
added advantage in this respect over the 
Netherlands Railways Bo-Bo machines 
already in service. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. F. Q. den Hollander, President of the 
Netherlands Railways, has accepted election 
is an Honorary Member of the Institute of 
fransport. Honorary Membership is con- 
ferred exceptionally by the Council in 
recognition of conspicuous services to the 
objects of the Institute. 


Mr. S. P. Chambers has been appointed 
a Deputy Chairman of Imperial Chemical 
Industries Limited. 


Mr. G. Metzman has resigned as Presi- 
dent of the New York Central System and 
has been elected as Chairman of the board 
of Directors. Mr. W. White has become 
President, New York Central System. 


Mr. 
Appointed oy of Way & Works Department 


D.F. Sarmiento Railway, 
Argentina 


Miguel V. Sanguinetti 


Mr. Miguel V. Sanguinetti, who has been 
appointed Chief of the Way & Works De- 
partment, D.F. Sarmiento Railway, Argen- 
tina, joined the Argentine State Railways 
in October, 1922, after graduating as a 
civil engineer. He was appointed Assistant 
Construction Engineer of the Embarcacion 
to Yacuiba line, and later became Assistant 
District Engineer of the Eastern Region, 
and District Engineer of the same Region. 
Mr. Sanguinetti has since held the follow- 
ing positions: Assistant Construction En- 
gineer of the Patagones—San Antonio 
Oeste line; Construction Engineer of the 
La Paz to Feliciano and San Jaime lines; 
Construction Engineer of the Pilcaniyeu to 
San Carlos de Bariloche line; District En- 
gineer in La Rioja; Inspecting Engineer, 
and Track Maintenance Engineer of the 
General Belgrano Railway. 


Mr. H. Maude has been appointed Pur- 
chasing Agent for the Central Region of 
the Canadian National Railways, in succes- 
sion to Mr. J. W. Corbett, who has retired. 


Mr. J. W. Haughton has accepted the 
position of Chairman of the Ulster Tourist 
Board, in succession to Mr. J.. Nelson 
McMillen who resigned recently. Mr. 
Haughton has been Deputy Chairman of 
the Board since December of last year. 


Mr. Edmond A. Grace, Investigating 
Accountant to Coras lompair Eireann, has 
been appointed Research Officer to the 
Board. 


We regret to record the death in Buenos 
Aires, at the age of 58, of Mr. Francis 
B. Lowry, M.Inst.T., General Manager of 
the General San Martin Railway (for- 
merly Buenos Ayres & Pacific Railway), 
Argentina. He was born at Derby and 
received his training with the Midland 
Railway. On the outbreak of war in 
1914 he was commissioned in the Royal 
Engineers; and he served in France, 
Salonika, and with the Black Sea Force. 
On demobilisation he was _ appointed 
Traffic Manager of the Anatolian Rail- 
way, with headquarters in Constantinople. 


The late M r. F. B. Lowry 
Ceneral Manager, Buenos Ayres & Pacific Railway 
and General San Martin Railway, 
Argentina, 1947-52 


In 1923 he became Traffic Manager of the 
Ottoman Railway; he was subsequently 
appointed Assistant General Manager of 
that Railway and, after it had _ been 
acquired by the Turkish Government, he 
proceeded to Argentina, in 1936, and 
joined the Buenos Ayres & Pacific Rail- 
way. Mr. Lowry occupied successive posi- 
tions of responsibility in the Traffic De- 
partment, eventually becoming Chief of 
Transport. He was appointed General 
Manager in 1947. 


We regret to record the death on July 29 
of Mr. J. E. Rigby, District Goods 
Superintendent, Manchester, London Mid- 
land Region. 

SOUTHERN REGION APPOINTMENTS 

The following appointments are 
announced in the Southern Region: 

Mr. A. Blaker, Assistant :to District 
Traffic Superintendent, Redhill, to be 
Assistant District Traffic Supintendent, 
Orpington. 

Mr. A. C. J. Payne, 
Staff Training College. 
Assistant District 
Orpington. 

Mr. T. R. V. Bolland, Supernumerary 
Assistant to District Traffic Superintendent, 
Redhill, to be Assistant to District Traffic 
Superintendent, Redhill. 


former Principal, 
Woking, to be 
Traffic Superintendent, 





The 
appointment 


announces the 
Goodchild, 


Eastern 


Region 
of Mr. H. J. 
Second Assistant (Wages Staff), Regional 
Staff Office, Liverpool Street, as Assistant 
(Salaried Staff), Regional Staff Office, Liver- 
pool Street. 


Mr. W. A. G. Suddaby, M.B.E., District 
Operating Superintendent, Fenchurch 
Street, Eastern Region, who, as recorded 
in our July 25 issue, has been appointed 
District Operating Superintendent, Man- 
chester (Eastern Area), London Midland 
Region, joined the L.M.S.R. in 1928 and 
three years later was appointed a traffic 
apprentice. In March, 1935, he was tem- 
porarily loaned for duty with a special 
committee on terminal costs at Euston and 
in 1936 proceeded to America for training 





Mr. W. A. G. Suddaby 


Appointed District Operating Superintendent, 
anchester (Eastern Area), 
London Midland Region 


with the New York Central System. After 
returning to the District Superintendent’s 
Office, Derby, in 1937, Mr. Suddaby sub- 
sequently held appointments as Assistant 
District Controller at Leicester and Nun- 
eaton, until called up for service with the 
Forces in January, 1940. He was released 
from the Army in June of the same year 
for an indefinite period and became Assis- 
tant District Controller at Heaton Norris. 
He was appointed Assistant District Con- 
iroller, Chester, in May, 1941, and in 
September of the same year was recalled 
for military service. In 1943 Mr. Suddaby 
was selected for the position of Assistant 
Divisional Controller (Passenger Services), 
District Superintendent’s Office, Crewe, and 
in 1944 for Assistant District Controller, 
Birmingham, which post was redesignated 
Assistant District Operating Manager in 
1945. He was demobilised in May, 1946, 
with the rank of Lt.-Colonel R.E. and re- 
turned to duty as Extra Assistant District 
Operating Manager, Leeds, becoming 
Assistant District Operating Manager, 
Leeds, in August of that year. Subsequent 
appointments were Assistant District 
Operating Superintendent, Rotherham 
(1948) and District Operating Superinten- 


dent, Fenchurch Street, Eastern Region 
(1950). During his military career, Mr. 
Suddaby received the Russian award, 
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Mr. S. E. 1. 


Chief Superintendent of Transportation, 


“Order of the Patriotic War,” 
the Persian Supply Route 1942-43; was 
awarded the M.B.E. for service in Italy 
between 1943-1945; the “Legion of Merit 


for work on 


(degree of Officer)” by the American 
Government for service in Italy; and was 
twice mentioned in despatches. 

Mr. S. E. L. West, CS.L, C.LE., O:B.E., 


who, as recorded in our August 1 issue, 
has retired from the position of Chief 
Superintendent of Transportation, Rho- 
desia Railways, joined the Indian State 
Railways in March, 1909, and was posted 
to the North Western Railway. In the 
first world war he saw active service as a 
Captain in the Royal Engineers in Ger- 
man East Africa from the beginning of 
1916 to the end of the war. He was twice 
mentioned in dispatches and awarded the 
O.B.E. (Military). After the war Mr. 
West was retained in German East Africa 
for two years to place the Traffic Depart- 
ment on a civil footing. On his return to 
India he took over the District of Feroze- 
pore on the North Western Railway, later 
moving to Karachi as Commercial Officer, 
and afterwards being appointed Senior 
Assistant at headquarters. Shortly after 
the inauguration of the Divisional 
Scheme, Mr. West took over the Feroze- 
pore area as Divisional Superintendent 
and subsequently held charge of other 
Divisions; he was later transferred to 
headquarters as Deputy Chief Operating 
Superintendent, and also acted as Chief 
Commercial Manager. In 1931 Mr. West 
was appointed Principal of the Officers 
Training College, an all-Indian Railways 
Institution. Mr. West was selected as 
Director, Traffic, 


Railway Board, in 1938, 
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West 


Rhodesia Railways, 1947-52 


and served on the Board during the 
second world war; he was awarded the 
C.LE. He was a Member of the Railway 
Board from February, 1945, until he pro- 
ceded on leave in October, 1946, prepara- 
tory to retirement, and _ received the 
honour of the C.S.1. Mr. West became 
Chief Superintendent of the Rhodesia 
Railways in July, 1947. 


Mr. G. E. Godfrey has been appointed 
Managing Director of Brynmawr Rubber 
Limited by the board of Enfield Cables 
Limited. Brynmawr Rubber Limited is a 
wholly owned subsidiary of Enfield Cables 
Limited, and Mr. Godfrey took up his 
appointment on August 1. 


We regret to record the death on July 29, 
at the age of 57, of Sir William Griffiths, 


D.Sc., F.R.LC., Chairman & Managing 
Director, Mond Nickel Co. Ltd., and Vice 
President, International Nickel Co. of 


Canada Ltd., 1945-50. 


Mr. 
Deputy 


P. V. Hunter is 
Chairman of British Insulated 
Callender’s Cables Limited as from 
August 31. He will continue as a non- 
executive Director and will remain on the 
boards of several of the subsidiary com- 
panies. 


resigning as a 


The Minister of Transport has appointed 
Mr. W. H. F. Mepsted, Commercial Super- 
intendent, Southern Region, — British 
Railways, who has been nominated by the 
British Transport Commission, to be a 
member of the Transport Users’ Consulta- 
tive Committee for the London Area, in 
place of Mr. K. W. C. Grand, Chief 


August 8, 1952 


Regional Officer, Western Region, British 
Railways, who has resigned from his posi- 
tion with the Transport Users’ Consulta- 
tive Committee for the London Area. 


Mr. W. J. Manclark, who retired 
recently as Fuel Purchasing Officer, Rail- 
way Executive, Euston, was the recipient 
of a presentation by General Sir Daril G. 
Watson, Member, Railway Executive, at 
Euston on July 30. 


Mr. John Ryan has succeeded Sir Roger 
Duncalfe as Chairman of the General 
Council of the British Standards Institution. 
Viscount Waverley has been re-elected 
President of the Institution for the third 
year and Sir Roger Duncalfe has been 
elected Vice-President. Mr. Ryan, who is 
Vice-Chairman of the Metal Box Co. Ltd. 
is also a part-time Member of the British 
Transport Commission. 


Mr. W. A. Breach, District Traffic Man- 
ager, Christchurch, New Zealand Govern- 
ment Railways, who, as recorded in our 
May 30 issue, has retired, entered the rail- 
way service in 1912 as a clerical cadet at 
Christchurch, and three years later joined 
the New Zealand Expeditionary Force. He 
returned to civilian life in 1920 and for the 
ensuing four years was stationed at 
various railway offices along the North 
Island main trunk railway. He was then 
transferred to the South Island, and in 
1925 was promoted to Stationmaster, first 
at Heathcote and later at Dunsandel. In 
1931 Mr. Breach returned to the North 
Island as Goods Clerk at Dannevirke, 
where he remained until his transfer in 
1938 to the District Traffic Manager's 
Office at Wellington. A few days after the 
outbreak of war in 1939, he again joined 
the armed forces and served until the end 
of 1946, when he was discharged with the 
rank of Lt.-Colonel. On resuming railway 
service in 1947, Mr. Breach became 
Stationmaster at Fielding, and a_ few 
months later was appointed District Traffic 
Manager at Christchurch. 


Mr. L. B. Shoppee, who, as recorded 
in our June 27 issue, has retired as Sig- 
nalling Assistant to Operating Superinten- 
dent, London Midland Region, was 
educated at St. Paul’s School and joined 
the L.N.W.R. in 1903. In 1911 he was 
appointed Outdoor Assistant to the Super- 
intendent of the Line at Chester and later 
at Crewe, and in 1913 became Assistant 
Traffic Superintendent at Chester. In 1915 
Mr. Shoppee was commissioned in the 
Royal Engineers (R.O.D.) and served in 
France later that year. Subsequently he 
was in command of the R.O.D. troops at 
Longmoor Training Centre, was mentioned 
in despatches, and during 1918-19 was 
employed at the War Office under the 
D.G.M.R. Leaving the Army with the 
rank of Major, Mr. Shoppee returned to 
railway service in July, 1919, and was 
appointed Assistant District Superintendent 
at Manchester, being transferred to Euston 
in 1920 as Assistant District Superintendent 
(Southern District). He was appointed 
District Controller at Willesden in 1925 
and in 1929 received an appointment in 
the Signalling Section of the Chief Operat- 
ing Manager’s Office at Derby. Later Mr. 
Shoppee was appointed Assistant Outdoor 
Superintendent (Signalling) in the Chief 
Operating Manager’s Office, after the head- 
quarters of that Department had _ been 
transferred to Euston. In 1943 he became 
Assistant (Signalling) to the Chief 
Operating Manager, a post which was re- 
designated Signalling Assistant to Operat- 
ing Superintendent in November, 1948. 
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British Transport Commission Statistics (Period No. 6) 
Summary of the principal statistics for the four-week period ending June 15 
STAFF 
) se — Road | i 
' B.T.C. oad Passenger | : } Dock Rail ic he 
British | London : Ber | Hotels & | Ships & Inland ease allway ommer: } 
Head ; Services | (Provincial - a a Harbours, | Cleari ial Adver- 1 | Fil Total 
Ged Raliays | Trampore| Steet | Catering | ‘Marine Waterways] Sareoure | Glaring | cial Adver- | Leeal | Films | Tor 
Haulage) | Scottish) 
Number... 282 610,086 98,852 75,982 62,255 16,560 6,445 4,841 | 21,160 610 198 323 40 897,634 
Inc. or dec. —3 + 968 —138 | -909 | +807 +382 +152 -tl 113 aa 28 Sel pai +. 1,357 
LONDON TRANSPORT 
BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS : a l ] | pipe 
CELE ARI wae noses — | Inc. or dec. Inc. or dec. 
Penner ; ~ Fourneys | Per cent cir | per cent. 
ur weeks ggregate for | 1951 | 19 
(Period No. 6) | 24 weeks | sia | ea 
. i a 7 000 | ooo | 
1952 1951 1952 1951 Railways , “a 43,145 —~11-4 | 16,696 | ~9-5 
—_ a ee el ee Buses & coaches ia 227,329 | 2:2 | 27,229 +3-9 
- Nl Trams & trolleybuses ... 62,794 — 18-0 6,342 16-2 
£000 | £000 £000 £000 BE RaES a "RRR reer Taian nc Gam epee in 
British Railways— Total 333,268 — 68 50,267 3-8 
Passengers 9,380 8,673 44,781 42,577 S eee eS ea a ? 
Parcels, ete., by passenger train 2 | rerd | 15,972 14,766 : 
Merchandise , 568 | ttl 48,664 44,526 
Minerals... 3,153 | 2,932 19,348 16,263 INLAND WATERWAYS 
Coal & coke 7,395 7,510 | 47,619 | 41,605 Tonnage of traffic and ton miles 
Livestock ... 89 83 628 493 7 ; " 
30,347 | 29,956 | 177,012 | 160,230 | |Inc. or dec.| 75, | Ine. or dec. 
—_—— _—-—_— _— Tonnage | percent. | aa | per cent. 
British Railways— | over 1951 | — over 1951 
C. & D. and other road services 872 858 5,308 4,734 _ | 
Ships and Vessels 1,000 1,031 4,216 4,269 | ao 
Londen Tranepert bigs! ian 7 Coal, coke, patent fuel & peat 486 +1-6 6,574 9-0 
ie Liquids in bulk , 146 —2:1 3,651 7:1 
Railways... = 1,419 1,246 8,098 7,378 5 
Buses & coaches ... 3,232 2,722 17,280 14,898 General merchandise ... Fn COs sence 
Trams & trolleybuses ; 784 a 767 4,426 ; 4,512 Total 928 2-0 15,211 a 
5,435 4,735 29,804 26,788 —- — 
British Road Services— BRITISH RAILWAYS 
Freight charges, etc. 5,756 5,818 35,715 34,333 2 nee 
4 rl Rolling Stock Position 
Road Passenger Transport 3,926 3,433 19,569 17,786 pant me een es - 
. , Number Available | Serviceable 
Docks, Harbours & Wharves 1,288 1,113 7,194 5,926 Operating uciiar operating “ash 
stock 
Inland Waterways 173 165 1,036 866 repair stock in 1951 
Hotels & Catering 1,314 1,304 7,073 6,930 : ¥ fap tat . eM eee 
é sition = - Locomotives 18,881 | 3,112 15,769 15,637 
Total 50,111 48,413 286,927 261,862 Coaching vehicles 57,668 5,285 52,383 52,652 
Freight wagons 1,122,636 84,041 1,038,595 | 1,044,087 
BRITISH RAILWAYS 
Passenger Journeys (Month of May, 1952) 
Full Excursions, Other Early morning Season Total —— 
fares cheap day, etc. descriptions and workman tickets over 195! 
14,697,000 22,694,000 4,481,000 18,305,000 16,432,000 76,609,000 —4-2 
BRITISH RAILWAYS 
Freight Vounage Originating and Getinnted Ton-Miles Werted | No. 6) 
Inc. or dec, 
_ Merchandise Minerals Coal & coke Livestock Total per cent. 
} over 195! 
} 000 000 0000 000 
Tons i oneal 3,678 4,775 12,716 46 21,215 —6-0 
Ton-miles 504,463* 388,401 765,098 - 1,657,962 —9-0 
z * Includes livestock. 
BRITISH RAILWAYS (Period No. 6) 
: | Lesumetee cual consumption 
Total steam Total electric Total Freight train- Net ton-miles $$ — 
- coaching coaching freight miles per train per total Lb 
train-miles train-miles train-miles engine-hour engine-hour Total tons eninketie 
Lite ee x 14,492,000 3,783,000 | 10,561,000 9-2 | 618 | 956,000 58:4 
96 ... 14,530,000 3,784,000 ra 11,135,000 8-7 622 1,016,000 60-0 
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Main-Line Electrification 
in Cape Province 


Extension of electrification in Cape 
Province, South Africa, from Bellville to 
Worcester, 97 miles, is almost complete. 
Electric trains are expected to begin run- 
ning in a few months. Further electrifica- 


tion. between Worcester and Touws River, 


51 miles, is in progress. The estimated cost 
of electrifying between Bellville and Touws 
River, including the Stellenbosch loop and 
the provision of substations, is £2,700,000; 
£1,564,712 was spent by the end of April. 

Work began in October, 1949, and it is 
expected that the whole of the 148 miles 
from Bellville to Touws River will be 
electrified by June, 1953. Progress has 
been hampered by a world shortage of 
copper, causing delay in the delivery of 
contact wire and substation plant, but 
supplies are now arriving more satisfac- 
torily. 


New Power Station 

As a direct result of the Bellville-Touws 
River electrification, the Electricity Supply 
Commission has built a £3,600,000 power 
Station at Worcester, as well as a ne 
transmission system, to mect requirements. 
The new station will supply electric power 
to the railway and industries throughout 
the Cape Western area and thus relieve 
Cape Town power stations. 

Forty class “ 4E” 1—Co+Co—1 electric 
locomotives at a cost of £1,786,000, as 
well as 92 electric motor coaches to cost 
£2,596,000, are on order. 

The first class “4E™ electric locomotive 
arrived at Durban in June. They will be 
delivered at a rate of two a month. The 
first ten to arrive will be used temporarily 
in Natal. It is hoped that the first “4E ” 
locomotive for the Cape Western system 
will arrive in the Cape early in November. 
The new locomotives will begin to work 
on the southern section between Bellville 
and Worcester early in 1953. 

The “4E” is the heaviest type of elec- 
tric locomotive yet ordered by the South 
African Railways and the most powerful 
built for a 3 ft. 6 in. gauge railway. It is 
72 ft. long, weighs 155 tons, and has a 
total locomotive one-hour rating of 3,030 
h.p. and a maximum speed of 60 m.p.h. 

The electric suburban stock at Cape 
Town, in use since 1928, operates at 1,500 
volts. The motors and bogies require ex- 
tensive modification or complete renewal. 
The present supply voltage have been found 
from experience on other elecirilied sec- 
tions not to be the most economical for 
power traction, and it was therefoie decided 
that the main-line electrification between 
Bellville and Touws River should te at 
3,000 volts, and the existing electrified lines 
in the Cape are to be changed to operate 
at 3,000 volts to obtain the maximum 
flexibility and efficiency. 

Mercury arc rectifier substations are 
being installed on the Cape Town-Bellvitle 
and Cape Town-Simonstown sections and 
the Cape Flats line. These su stations will 
initially supply 1,500 voits 10 the existing 
suburban services and have been designed 
to allow rapid changeover to 3,009 volts. 

The conversion of the Cape Town- 
Bellville and the Cape Flats sections to 
3,000 volts will take place as soon as the 
necessary motor coaches arrive from 
overseas, probably in June, 1953, followed 
early in 1954 by the conversion of the 
Cape Town-Simonstown section. For this 
programme a total of 92 new 3,600-volt 
electric motor coaches will be required, and 
12 of the more modern existing type will 
be converted for 3,000-volt operation at an 
estimated cost of £114,000. 
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The new coaches will be 75 per cent. 
more powerful than the existing stock, per- 
mitting accelerated services and providing 
for busier traffic. The motor coaches will 
be cheaper to operate, and there wii be a 
substantial saving in specific power con- 
sumption. The motor coaches will inciude 
fluorescent lighting. The acceleration of 
the new motor coaches is high, and as all 
the Cape passenger coaches are being con- 
verted to an improved system of braking 
operated on the electro-vacuum principle, 
the running times of stopping trains will be 
further improved. 

It is estimated that when the whole line 
between Bellville and Touws River has 
been electrified the running times of goods 
trains will be reduced by about 90 min. in 
each direction and of passenger trains by 
about 45 min. Running sheds and an 
electric locomotive depot are being built 
at Salt River at a total cost of £935,000. 


Combined Rail and Bus 
Station at Ballymena 


The Ulster Transport Authority opened 
a road terminal on July 21 at Ballymena 
Station. Buses previously arrived at and 
departed from three  widely-dispersed 
centres in the town, a considerable distance 
from each other and also from the rail- 
way station. Few facilities existed for 
passengers, who were obliged to wait in 
the open, often in inclement weather. 
Supervision of the three terminals was 
difficult, and the staff was handicapped by 
lack of accommodation. Passengers were 
required to walk some distance to change 
from rail to road services and_ vice 
versa, and also from one road service to 
another. 

All buses now converge at the forecourt 
of the station, where passengers continu- 
ing their journey by other services have 
merely to step from bus to train or bus 
to bus. Passengers by both services now 
use the station facilities. The supervisory 
and clerical staffs occupy more com- 
modious offices, and drivers and conductors 
have a rest room and a more adequate 
pay-in centre. The bringing together of 
rail and road staffs gives them better 
opportunity of acquiring knowledge of the 
Operation of both forms of transport. 

Ballymena is the ninth Ulster town 
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where integration and use of railway pro- 
perty for bus services has been accom- 
plished by the Authority. It is over four 
months since reconstruction work began 
at the depot, which has now accommoda- 
tion for approximately thirty buses and 
caters for 400 arrivals and departures daily 
from Monday to Friday, and about 550 on 
Saturdays. Throughout Northern Ireland 
there are now 21 points at which rail and 
road services have been linked, providing 
some 3,600 connections each week. 


G.N.R.(L.) July Holiday 
Traffic 

In one week in July the G.N.R.(1.) 
handled its heaviest traffic of the year. 
Demonstrations on Saturday, July 12 (the 
“Twelfth ’) in six centres in Ulster re- 
quired the conveyance of more than 20,000 
Orangemen in 32 special trains. In_addi- 
tion there was heavy holiday traffic to 
Dublin, as well as to the West and North- 
West for the week’s trades holiday. 

On July 11, ten extra trains ran on the 
main lines. On July 12, 27 trains, includ- 
ing specials, ran on the Dublin, London- 
derry and Cavan lines at frequent  in- 
tervals from 5 a.m. to 8 p.m. For the 
demonstrations and the holiday traffic, 47 
extra trains were provided with the mini- 
mum of interference to normal carriage 
working or scheduled services. A feature 
of the working was the extent to which the 
diesel trains were operated on the main 
line, such as providing relief services from 
Belfast to the holiday camps at Skerries 
and Mosney. 

It is estimated that 17,000 visitors trav- 
elled from the North to Dublin and other 
destinations in the South, in a fortnight. 
At least 3,000 Scots holidaymakers arrived 
in Dublin, having travelled via Belfast and 
mostly on “Enterprise” services to 
Dublin. The Glasgow Fair Holidays en- 
tailed the running of extra steamers from 
Ardrossan and Glasgow to Belfast; some 
special trains ran from Belfast to Bun- 
doran and to Dublin in connection. 

During the last week in July extra trains 
ran between Dublin and Belfast in both 
directions. The traffic was not all one way 
as thousands of Dubliners and_ other 
travellers from the South spent a holiday 
in the Six Counties for the first time. 


The sail and bus station of the Ulster Transport Authority at Ballymena 
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Day tours from Dublin have now 
become an important feature of G.N.R.(L) 
traffic and fully-loaded buses leave Eden 
Quay daily on tours of the City, the Vale 
of the Boyne, and many other places. 


Presentation to Brigadier 
Manton 


fo commemorate his period of office as 
Principal of the School of Transport, 
Derby (now British Railways Staff Train- 
ing College, Derby), an illuminated address 
was recently presented to Brigadier L. 
Manton. It was hoped to present the 
address at a suitable ceremony, though 
Brigadier Manton’s health did not permit 
this. 

Brigadier Manton was Principal of the 
School of Transport from the School's 
inception in 1937, until his retirement on 
October 19, 1951. During this time, no 
less than 69 groups of students passed 
through the School. These are com- 
memorated on the address by the signa- 
ture of a representative student from each 
group. The address also bears the signa- 
tures of the members of the former 
L.M.S.R. School Council, of the instruc- 
tors, past and present, the administrative 
staff, of representatives of conferences held 
at the School, and of the President of 
“the First Fifty.” The 111 signatories are 
of many grades and levels of railway life, 
and include a Chief Regional Officer, an 


Officer of the Railway Executive, Divi- 
sional Operating Superintendents, Deputy 
Chief Controllers, Stationmasters, Per- 


manent Way Inspectors, Clerks, Commer- 
cial Representatives, Assistant Controllers, 
Works Inspectors and Inquiry Clerks. 

The address and the appended signatures 
are contained within a handsome walnut 
case. which opens to form a triptych; the 
dimensions of the case when opened are 
48 in. by 21 in. 


Plywood Door for Grain Vans 


Loads of grain in transit on the United 
States railways are usually secured by 
double-course wooden doors nailed to the 
posts or lining of the vans. Crowbars or 
hammers are used to remove the doors, 
which suffer damage in consequence. A 
lightweight stressed plywood door that is 
much easier to handle and can be secured 


and removed without damage. has now 
been developed by the Wood Products 
Company of Portland, Oregon. This ¢cm- 


pany has also developed a new type of 
fustening that enables the door to slide 
upwards easily for removal at the elevator 
chutes, no nails being used. 

Tests of this stressed plywood door made 
at the Oregon State College Engineering 
Department showed that the door would 
stand a pressure of 1,700 lb. per sq. = 
before taking the maximum bow of 14 i 
Maximum pressure on the wooden ban 
now in use is 500 lb. per sq. in. for the 
same flexure. 

The door is made up in three sections 
using ;% in. unsanded exterior sheathing 
grade plywood with no core. Each section 
measures 2 ft. wide by 7 ft. long. The 
plywood panels are put in stress by using 
centre blocking and glueing the ends to- 
gether so that each is arched or convex, 
which increases flexure strength. 

It is stated in a description of the doors 
in a recent issue of The Timberman that 
they should give a life of ten or more 
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round trips if a scheme can be devised by 
the railways for returning the doors to 
their owners. 








Transport of Pre-Stressed 
Concrete Beams 

The Eastern Region recently undertook 
an unusual type of transport in arranging 
for the delivery of concrete beams for a 
new bridge over the River Idle at 
Mattersey. The bridge is being built for 
the Nottinghamshire County Council in 
connection with the diversion of the road 
through Mattersey and will replace a 
hump- back bridge. It will have a single 
span of over 50 ft. and is being con- 
structed of pre-stressed concrete beams. 
The beams being used are some of those 
originally made for the Ministry of War 
Transport to repair or replace bridges in 
the event of damage by enemy action and 
not having been used for that purpose, are 
now being put into service for reconstruc- 
tion schemes such as this. 

Movement of the 32 beams required 
from the Railway Concrete Depot at New- 
ton Heath, Manchester, where they had 
remained for ten years, to the site of the 
new bridge, presented difficulties. Because 
of the internal tension set up by the pre- 
stressed construction, the beams could be 
lifted and supported only at the extreme 
ends and had to be kept level the whole 
time. 

The beams were 54 ft. long and weighed 
5} tons each, and were conveyed by rail 
from Manchester on wagons 60 ft. long 
to Bawtry Station. Special arrangements 
were made for handling them at Bawtry 
Station and for delivery to the site, a 
distance of about five miles. Two cranes 
were necessary to lift the beams simul- 
taneously at each end from the railway 
wagons to the special cartage vehicle sent 
out from Sheffield. 

The beams were hauled two at a time 
by a tractor with two trailers and sup- 
ported at each end on swivel bolsters to 
allow two acute bends on the route from 
Bawtry Station to Mattersey to be nego- 
tiated. 

At one 
80 ft. 


bend the load, which was 
long, had to be manceuvred round 
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the corners by hand. On arrival at the 
site of the bridge the contractors unloaded 
the railways vehicle by cranes. After the 
first twelve beams had been placed in 
position on the bridge British Railways 
tractors ran on to them to continue the 
unloading. 





MEXICAN ExporT DuwutTiESs.—A recent 
Reuter’s report from Mexico City states 
that the Mexican export surtax of 15 per 
cent. has been reduced by 80 per cent. on 
steam locomotives. 


TRAVEL FOLDER ON YORKSHIRE.—A new 
folder on Yorkshire has been produced 
by the North Eastern Region as one of a 
series to cover the country. It runs to 
12 pages of art paper, folding to the handy 


size of 9 in. x 4in. There are many good 
photographs and_ two-colour _ sketches; 
some photographs in monochrome are 


tinted blue, green, or pale red. 


New ALLOoy FOR GAS TURBINES.—In order 
to meet the increasing demands of gas tur- 
bine engineers for materials which will with- 
stand sull higher temperatures and higher 
stresses than the alloys used in current 
production engines, the research metal- 
lurgists of The Mond Nickel Co. Ltd. have 
continued their investigations in the field 
of precipitation hardening nickel-chromium 
alloys. The latest outcome of these in- 
vestigations is the alloy Nimonic 95 which 
has recently been announced. The new 
alloy is similar to Nimonic 90, but the 
creep-resistance at elevated temperatures 
has been improved by increasing the 
content of the hardening elements. By 
careful control of the proportions of the 
hardening elements and of the methods of 
melting and casting of ingots, as well as 
by improvements in the technique of hot- 
working. it has been found possible with 
Nimonic 95 to maintain adequate forge- 
ability for practical purposes. Tests are in 
hand to extend the knowledge of the creep 
resistance of the new alloy and to 
determine other properties of importance 
to designers, but in the meantime it is being 
produced by Henry Wiggin & Co. Ltd., and 
is being used in experimental quantities by 
engine builders. 





Pre-stressed concrete beams being conveyed by British Railways road vehicles to 
a bridge site in Nottinghamshire 








THE RAILWAY 


GAZETTE 


ABSTRACTS OF RECENT PATENTS* 


No. 653,133, Illuminated Signals 

Westinghouse Brake & Signal Co. Ltd., 
L. H. Peter, and E. A. Sheppard, all of 
82, York Way, London, N.1. (Application 
date, August 13, 1948.) 

Semaphore arms are made from super- 
posed plates of transparent plastic material 
and internally illuminated. Four plates of 
such material, 1, 2, 3, 4, are placed in 
stepped relation, as shown, with a lamp 5 
at the axis of rotation. The portion of 
each plate not covered by the adjacent 
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shorter plate has its rear surface etched, 
as at 6, so that light transmitted by internal 
reflection along each plate gives the whole 
signal arm an evenly illuminated appear- 
ance. In the form shown, a tubular red 
filter 7 surrounds the lamp and is so cut 
that red light illuminates plates 1, 3, 4, 
while white light passes to plate 2. The arm 
thus has the normal appearance of a red 
arm carrying a white band. A metal back 
plate 8, painted in the conventional manner, 
is fitted to the rear of the arm and is 
clearly visible through the transparent parts 
during daylight. The invention may be 
applied also to _ disc-shaped shunting 
signals. 


No. 652,874. Automatic Signalling 

Soc. Technique pour I'Industrie Nou- 
velle §.A. ‘“ Stin,” of Vevey, Switzerland. 
(Convention date, September 17, 1942.) 

A truck or train carries two reception 
relays 1, 2, each having unpolarised arma- 
tures. which are actuated when passing 
over track magnets 3, 4, one of which 3 
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is a permanent magnet while the other 4 
is an electro-magnet. One armature oper- 
ates a make contact E,, while the other 
operates a break contact E,. In the nor- 
mal condition of the vehicle equipment, 
current from a local battery passes through 
closed contact E,, and one of two opposed 
windings in a relay A, so holding its con- 
tact A, closed and the braking, or other 
device, B, ineffective. In the “go” con- 
dition of the system the electro-magnet 4 





* These abridgements of recently published speci- 
fications are specially compiled for The Railway 
Gazette by permission of the Controller of Her 
Maijesty’s Stationery Office. Full specifications can 


be obtained from the Patent Office, 25, Southampton 
Buildings, London, WC.2, price 2s. each. 


is energised and thus both relays 1,2 are 
actuated when they pass this point; con- 
tacts E,, E, change over but merely result 
in relay A being energised over its alter- 
native winding. Its contact A, therefore 
remains closed and no braking or other 
function is carried out by the device B. 
In the “stop” condition the electro- 
magnet is not energised and only one 
relay 1 is actuated. Consequently, under 
the influence of the permanent magnet 3, 
only one contact E moves and, according 
to which one does so, relay A is either 
de-energised or energised through its two 
opposed windings. There is thus no resul- 
tant magnetic field in either case and its 
contact A, opens, allowing the device B 
to operate. 


No. 652,909. Resilient Wheels 

Dunlop Rubber Co. Ltd., G. W. Tro- 
bridge, R. M. Seddon and P. Brierley, all 
of Fort Dunlop, Erdington, Birmingham, 
24. (Application date, September 25, 
1948.) 

In order to avoid rupture of the rubber 
cushioning devices of resilient wheels by 
side thrusts, as when taking a curve at 
high speed, the web 1 of a wheel 2 is 
gripped between a flange 3, rigid on the 
hub 4, and a removable flange 5, with 
interposed resilient pads 6 The flange 
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5 is secured by a ring nut 8 and is held ‘o 
flange 3 by bolts 9, there being a suitable 
clearance between the flanges and the 
wheel on each side of the web 1, and 
between the wheel and the bolt 9. If ex- 
cessive side thrust exists, the web 1 bears 
against the flange and no damage to the 
wheel results. 


No. 635,410. Closing Tool for Doors 
The Minister of Supply, Shellmex House, 
London. (Application date: April 2, 1948.) 
The invention provides a tool for closing 
floor doors of drop-bottom wagons where 
the doors open about longitudinal hinges 
placed adjacent to the centre line of the 
wagon, these being inaccessible for sub- 
sequent closing. Considering a wagon 


having side members 1, 2 and doors 3. 4, 
1 
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shown open, a plate 5, at the end of 
handle 6, is hooked under the door and the 
tool is drawn towards the user until a 
pivoted hook 7 can be engaged with the 
wagon side member 1, Using this as a 
pivot, downward pressure is exerted on the 
handle so that the door is drawn forward 
and upward to the closed position, where 
it is held by its bolt in the usual way. 


SEATON STATION (DURHAM) TO CLOSE.— 
British Railways regret to announce that 
it has become necessary to withdraw the 
ordinary passenger train service at Seaton, 
Durham, Station and operate the goods 
station as a public delivery siding. This 
will take effect from Monday, September |. 
Facilities will be retained at the station, 
however, to deal with special passenger 
traffic on Durham Miners’ Gala Day. 
Parcels traffic will be dealt with at Seaham 
Station. A collection and delivery service 
will be operated from the latter point for 
all parcels and freight traffic requiring a 
cartage — service. Non-carted through 
wagon-load goods traffic will be accommo- 
dated at Seaton, the station functioning as 
a public delivery siding. 


RECONDITIONING DIESEL NOZZLES AND 
NEEDLES.—An equipment known as the 
Merlin Servicemaster has been introduced 
by the Merlin Engineering Co. Ltd. for 
reconditioning worn diesel nozzles and 
needles, and will be shown on the com- 
pany’s stand at the International Com- 
mercial Transport Exhibition and_ the 
International Motor Exhibition. The 
Servicemaster is a high-precision centreless 
grinder especially designed to reclaim worn 
diesel injection equipment. Intended 
operators can be trained at the Merlin 
school in a couple of days to operate 
the machine. The Standard Servicemaste! 
will grind laps and needles at angles vary- 
ing from 52 deg. to 68 deg. to within a 
tolerance of plus or minus a minute of a 
degree. A marine attachment is now avai- 
able by means of which the range of 
needle or lap angles can be varied from 
30 deg. to 136 deg. inclusive. When not 
required as a reclaiming machine for 
diesel fuel injectors it can be converted 


instantly into a conventional valve grinder 


of high precision and may also be em- 
ployed for a wide variety of cylindrical 
and taper grinding operations. 
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Staff & Labour Matters 


Railway Wage Claim 


Members of the Glasgow and West 
ot Scotland branch of the N.U.R. on 
August 3 passed a resolution expressing 
readiness to take any industrial action con- 
sidered necessary by the N.U.R. national 
executive to support the joint claim of the 
N.U.R., A.S.L.E.F., and T.S.S.A. for a 10 
- cent. increase. The resolution added 

at the branch could not tolerate any inter- 
fel ‘ence with nationalised transport which 
would throw the burden of competition 
with road hauliers upon the rates of pay 
and conditions of ordinary railwaymen. 


C.S.E.U. Claim Rejected 

At a meeting with the Confederation 
of Shipbuilding & Engineering Unions on 
July 31, representatives of the Engineering 
& Allied Employers’ National Federation 

ejected the claim for an increase of £2 

week in the wages of all adult male 
manual workers in the industry. About 
2.500.000 employees are affected by the 
claim, which is estimated to cost £200 
million a year to concede. 

Representatives of the 38 unions 
affiliated to the Confederation have dis- 
cussed the employers’ reply, but the deci- 
sion on future policy will be left to the 
C.S.E.U. annual conference later this 
month. By that time the unions will have 
considered the reply of shipbuilding em- 
ployers to a parallel claim. 

When the claim was presented in June, 
the union argued that there had been a 
marked rise in the cost of living and in 
the industry’s profits since an increase of 
lls. a week, with an extra week’s paid 
holiday, in November, 1951, and to ex- 
pected further increases in the cost of 
living. The unions’ other main argument 
was that the workers were not receiving 

fair share of the benefits of higher output. 


Wage Increase Not Justified 


In their reply, engineering employers’ 

epresentatives said that to concede the 
chien would be against the national 
interest, unjustified by the profits of the 
industry, already heavily taxed, and un- 
warranted by the rise in the cost of living, 
which had been partly offset by reduced 
tax and higher family allowances. If 
workers in other industries were to present 
claims to gain a similar advantage, the 
cost to the nation might be some ) 000 
million a year. 

Engineering employers, it was stated. 
would be willing to reward increased effort 
by individual workers, but to increase pro 
duction costs was a sure way to depression 

and unemployment. 








Questions in Parliament 


Rolling Stock for Sudan 

Mr. A. D. Dodds-Parker (Banbury—C.) 
on August 1 asked the Secretary of State 
for Foreign Affairs whether he was satis- 
fied that due priority was being given 
to the provision of locomotives and roll- 
ing stock for the Sudan Railways. 

Mr. H. A. Nutting (Joint Parliamentary 
Under-Secretary of State for Foreign 
Affairs) stated: I understand that orders 
for 225 goods wagons were placed by 
the Sudan Government with British firms 
in July, 1951, and that the delivery dates 
quoted at that time for these wagons 
have since been deferred. The Sudan 
Government approached H.M. Government 
about this delay in June this year, and 
supplied full details of these orders in the 
middle of July. The matter is now being 
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investigated, and I regret that I am not 
yet in a position to give information. I 
understand that an order has been placed 
for 19 locomotives due to be delivered 
before the end of 1952. It has not yet 
been possible to determine whether or not 
this order has been delayed, but no ap- 
proach has been made to H.M. Govern- 
ment by the Sudan Government about it. 


Lost Property Charges 

Mr. Ronald Russell (South Wembley—C.) 
on July 31 asked the Minister of Transport 
if he would review his regulations under 
which the London Transport Executive 
could charge substantial fees for restoring 
lost property to members of the public. 

Mr. A. T. Lennox-Boyd wrote in reply: 
I understand that these regulations have 
on the whole worked satisfactorily in prac- 
tice since 1933, and I see no sufficient 
reason to alter them. 


Manila Railroad Company 

Mr. W, Teeling (Brighton, Pavilion—C.) 
on July 30 asked the Secretary of State for 
Foreign Affairs how far the claims of the 
Philippine Government for compensation 
from Japan included British companies such 
as the Manila Railways; how far such 
claims had in any way been met by the 
U.S.A. Government, and how far the British 
companies had benefited; and whether he 
would give an assurance that in any nego- 
tiations with the Philippine Government- 
owned railway, the British bondholders 
would be assured of obtaining their propor- 
tionate share of Japanese reparations. 

Mr. H. A. Nutting (Joint Parliament- 
ary Under-Secretary of State for Foreign 
Affairs) wrote in reply: No claims have 
been made by the Philippine Government 
either to the United States or Japanese 
Governments for damage to the assets of 
British companies in the Philippines. The 
Philippine reparations claims on Japan in- 
clude a sum of 44,450,000 pesos for the 
damage to the Philippine-owned Manila 
Railroad and its subsidiaries, including the 
Manila Hotel. No reparations have been 
paid. The United States War Damage 
Commission have also paid the Manila Rail- 
road Company $(U.S.A.)1,500,000. Payment 
of the money owed to British bondholders 
of the Manila Railroad Company is a 
matter for negotiation between the bond- 
holders and the company concerned. 


Parliamentary Notes 
Transport Act Amendment Bill 
A Standing Committee of the House of 
Commons on July 29 considered the Trans- 
port Act (1947) Amendment Bill, which 
was ordered to be reported to the House 
without amendment. 








Contracts & Tenders 


The Sudan Government has recently 
placed a contract with Hurst, Nelson & 
Co. Ltd. for 33 25-ton bogie tank wagons 
for carrying fuel-oil. 


The Gloucester Railway Carriage & 
Wagon Co. Ltd. has received an order from 
the Crown Agents for the Colonies for 
480 four-wheel covered goods wagons. The 
wagons are for the Kenya Section of the 
East African Railways & Harbours. 


The Canadian Pacific Railway has placed 
a $4,000,000 order with the Canadian Car 
& Foundry Co. Ltd. for 40 lightweight steel 
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the 
suburban 


passenger coaches to be used on 
Montreal - Lakeshore - Rigaud 
service. 


The American Locomotive Company 
has received an_ order amounting to 
approximately $200 million for “ T-48” 
medium tanks and spare parts. The new 
order has raised the company’s total of 
defence work on hand to approximately 
$950 million. Alco already has substantial 
orders for the Army’s “ M-47” tank, and 
it has additional contracts for production 
of nickel-plated pipe for the Atomic 
Energy Commission and for other defence 
products contracted for by various: other 
defence agencies. 


Notes and News 


Crown Agents for the Colonies.—Applica- 
tions are invited for the post of Senior 
Administrative Assistant required by the 
Government of Nigeria for the Railway 
Department for one tour of 18 to 24 
months in the first instance. See Official 
on page 167. 


Vacancies for Accountants.—Applications 
are invited for posts of accountants re- 
quired by the Government of the Federa- 
tion of Malaya for the Railway Depart- 
ment, for one tour of three years, with 
prospect of pensionable employment. See 
Official Notices on page 167. 


Improved London-Barrow Evening Con- 
nections.—From August 5 passengers from 
Euston for Lancaster, Carnforth, Grange, 
and Barrow by the 5.5 p.m. from Euston, 
Mondays to Fridays, have had the benefit 
of improved connections. Arrivals are 
now 21 min, earlier at Lancaster, 41 min. 
at Carnforth. 50 min. at Grange and 1 hr. 
earlier at Barrow. 


Gatwick Airport.—The Minister of Trans- 
port & Civil Aviation, Mr. A. T. 
Lennox-Boyd, stated in a written answer 
to a question in the House of Commons 
on July 30, that Gatwick Airport would be 
developed as “the southern alternate to 
London Airport and as a base for some 
scheduled services and other air transport 
activities.” Details would be discussed 
with the local authorities in the near future. 
Tinsley Green (for Gatwick Airport) 
Station, on the London-Brighton main line 
between Horley and Three Bridges, was 
opened by the Southern Railway on Sep- 
tember 30, 1935; its name was changed to 
Gatwick Airport on June 1, 1936. 


August Bank Holiday Traffic.—British 
Railways ran 86,728 trains during the four 
days of the August bank holiday weekend, 
August 1-4, including 4,092 main line and 
local services specially for holiday traffic. 
From the 11 principal London termini 
nearly a half a million passengers left on 
main line trains on Friday and Saturday; 
that is about the same number as last year. 
Excursion traffic was particularly heavy on 
Sunday and Monday from the Midlands 
and West Riding to the Lincolnshire and 
Yorkshire coasts and from the Midlands 
to South Wales. Fifty special trains were 
run for members of the Forces in the 
South of England travelling to and from 
leave. 


Notification of Vacancies.—An Order pub- 
lished on July 31 makes it no longer neces- 
sary for an employer to include in an 
advertisement for workers a statement that 
applications must be made to an Employ- 
ment Exchange or scheduled Employment 
Agency. The Order comes into effect on 
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August 11. By amending the present pro- 
vision the new Order enables employers to 
seek by advertisement to engage any person 
replying to an advertisement, if the adver- 
tisement contains, or is prefaced by, a 
statement to the effect that the engagement 
must be made through a local office or 
scheduled employment agency. This means 
that the insertion of such a prefatory notice 
as has been appearing in some newspapers 
and worded as follows will satisfy the 
requirements of the amended Order: “ The 
engagement of persons answering these 
advertisements must be made through a 
local office of the Ministry of Labour or 
a scheduled employment agency if the 
applicant is a man aged 18 to 64 inclusive 
or a woman aged 18 to 59 inclusive unless 
he or she, or the employment, is excepted 
from the provisions of the Notification of 
Vacancies Order, 1952.” 


Derailment on Rhaetian Railway.—Two 
persons were killed and several injured in 
an accident near the station of Bevers, 
on the Rhaetian Railway, Switzerland, on 
August |. Two electric locomotives and 
four coaches of an express train from 
Chur to St. Moritz became derailed. 


Railway Mayors’ Luncheon.—Mr. C. K. 
Bird, Chief Regional Officer, Eastern 
Region, was host at a luncheon at the 
Great Eastern Hotel, Liverpool Street, on 
July 18, attended by serving and retired 
members of the Eastern Region staff who 
have achieved distinction in civic affairs. 
Among those present were Senior Officers 
of the Eastern Region and:— 


Alderman W. E. Walker, J.P., Lord Mayor of 


Norwich, who retired from service with British 
Railways in May, 1948 ; Councillor W. H. 
Brind, J.P., Mayor of Hammersmith ; Coun- 
cillor K. A. Gregg, J.P., Mayor of Tottenham ; 
Councillor W. C. Lee, Mayor of Colchester ; 


Alderman W. Goodliff, J.P., Deputy Mayor of 


Grantham, who retired from railway service in 
June, this year ; Councillor W. V. Proctor, 
J.P., Deputy Mayor of Hertford ; Mr. G. F. 
Woodbridge, J.P., who, for the fourth time, has 
been appointed Chairman of the Letchworth 
Urban District Council. 


Lighting at Southampton Docks.—The 
Customs shed at Berth 107/8, Southampton 
Docks, the berth normally used by the 
new American liner, United States, has 
been equipped with a new lighting installa- 
tion using distributing reflector fittings 
supplied by the Simplex Electric Co. Ltd. 
The fittings, spun in heavy gauge steel, are 
vitreous enamelled and are fitted with the 
Simplex weatherproof quickly-detachable 
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canopy. The form of light distribution is 
Suitable for wide spacing of fittings in 
garages, yards, mills, on station platforms, 
and similar installations. 


France to Supply Sleepers to Ireland.— 
A new French trade pact with the Republic 
of Ireland has been signed in Dublin. By 
the terms of the agreement, which covers 
the year ending June 30, 1953, French 
exports to the Republic of Ireland will 
include 70,000 railway sleepers. 


L.M.R. Excursions to Locomotive Works. 

Trips were run yesterday, August 7, from 
Euston and St. Pancras to Crewe and 
Derby Works, and will be repeated on 
August 21. The special trains are headed 
by British Railways new standard loco- 
motives. Meals are provided outward and 
return and guides show visitors round the 
two locomotive works. 


Great Northern Railway (Ireland).—The 
board of the Great Northern Ireland Rail- 
way (Ireland) states that the results of 
working for the half-year ended June 30 
last do not allow of any interim dividends 
being paid on the guaranteed, preference 
or ordinary stocks. Applications to the 
Northern Ireland and Eire Governments 
for interest on the acquisition price for 
those stocks, as payment for the use during 
the past year and a half of the stock- 
holders’ assets, have been refused. Gross 
receipts rose by £81,116, but additional 
expenditure had to be met to a total of 
£306,527, in which the principal item was 
labour, costing £184,000. 


John Summers & Sons Ltd.: Expansion of 
Plant—The new melting shop at the 
Hawarden Bridge steelworks of John 
Summers & Sons Ltd., near Chester, will 
shortly go into production. This is the 
first stage in a works development pro- 
gramme to cost £17 million, one of the 
biggest to be embarked on since the war, 
which will enable the company to work 
as a self-contained unit and increase its 
steel production to 1,000,000 tons yearly. 
The new plant is spread over 283,000 acres 
and includes 88 coke ovens in two 
batteries, ore-handling machinery and 
stocking grounds, a melting shop with eight 
150-ton open-hearth furnaces, and a new 
blast furnace which is the largest in the 
world outside the U.S.A. A combined 
power station and blower house is being 
erected which will produce 25,000 kW. of 
electricity. The coke ovens will have an 
output of some 8.000 tons weekly, and 
the blast furnace is expected to produce 





New lighting with Simplex fittings in the Customs shed of the berth at Southampton 
Docks normally used by the liner ‘*‘ United States” 
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8,000 tons of pig iron and the melting sh: P 
14,000-15,000 tons of steel a week. Af: 
completion of these developments, w« k 
will start on the next stage. This will cust 
an additional £5,000,000 and will include 
two further batteries of coke ovens and 
a second blast furnace. 


Sudan Rail Strike—A strike of Sudan 
railway workers over dismissal of porters 
began on August 4. The union claims 
membership of 20,000 and is the largest 
in the Sudan. 


Malayan Night Mail Reintroduced,— 
The night mail train service from Singa- 
pore to Kuala Lumpur, which was can- 
celled in January, 1951, after frequent 
terrorist attacks, is to be resumed on 
September 1. 


Holiday Trains at York.—During the Bank 
Holiday period, August | to 7, more than 
200 trains in addition to those in the 


normal timetable’ started from or 
terminated or stopped at York Station, 
North Eastern’ Region. This figure 


included 88 excursion and 122 relief trains. 


Institute of Transport Scholarships & 
Grants.—The Council of the Institute of 
Transport has approved the award of two 
Henry Spurrier Memorial Scholarships, 
three Henry Spurrier Memorial Grants and 
eight Sir William Chamberlain Memorial 
Grants for 1952-53. The two Scholarships 
were awarded to Mr. Hughes 
(Graduate), British Road Services, North 
Leeds Group, and to Mr, A. E. Hopkins 
(Student), Leicester City Transport, to 
enable them to study as full-time students 
at the London School of Economics for a 
B.Sc. (Econ.) degree. 


Purpose of Station Forecourts.—A London 
magistrate has discharged a _ motorist 
prosecuted by the London’ Transport 
Executive for leaving his car unattended 
for 25 minutes in Hammersmith Metro- 
politan Line station forecourt. The 
motorist said he had gone to the station 
to meet a friend, but, not knowing by 
which line he would arrive, had also 
walked across the road to the District Line 
station. The magistrate said he thought 
station forecourts were intended to be a 
public facility and surely were for vehicles 
to pick up and set down goods and 
passengers. 


Heavy Demand for Rectifiers. — Mr. 
Thomas F, Lister, Chairman & Managing 
Director of the Hackbridge & Hewittic 
Electric Co. Ltd., told the recent annual 
meeting of the company that there had 
been a spectacular increase in work-in- 
hand for the rectifier division. This now 
amounted to three times that of a year 
ago, due principally to orders received 
from the Southern Region of British Rail- 
ways for delivery over the next five years 
and from America and Canada for deli- 
very in the next two years. The continued 
demand for their rectifiers was very stimu- 
lating and was a fitting reward for the 
confidence which they had always felt for 
the glass bulb form of rectification. The 
transformer and switchgear divisions had 
also shared in the increased business to the 
extent respectively of 12 per cent. and 
20 per cent. over the amount in hand a 
year ago. 


Plaque for “ Mayflower” 
To symbolise the associations between 
Boston, Lincolnshire, and the Pilgrim 
Fathers, the Railway Executive with the 
support of the English Speaking Union 


Locomotive.— 
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The engagement of persons answering Situations 

ant advertisements must be made through a 
Mon il Office of the Ministry of Labour or a 
Sct Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Vacancies Order, 2 


THE COLONIES 
ASSISTANT required 


CROWN AGENTS FOR 
S! NIOR ADMINISTRATIVE 


y the Government of Nigeria for the Railway 
Department for one tour of 18 to 24 months in the 
first instance. Salary scale (including allowances) 


£1,141 rising to £1,290 a year. Outfit allowance £30. 
Free passages for the officer and his wife and assis- 
tance towards the cost of children’s passages or 
their maintenance in this cou.try Liberal leave on 
full salary. Candidates should have had Head or 
District Office experience in charge of works or 
gencral Section and have a knowledge of rates and 
charges; goods and passenger station work and 
accounts, rules and regulations and block telegraphy; 
statistics relating to railway operation and adminis- 
tration; railway law relating to contracts, accidents, 
traffic claims, etc: railway and road transport legis- 
lation: Modern office methods and equipment. Expcri- 
ence of Port working would be an advantage. Apply 
at once by letter, stating age, full names in block 
letters, and full particulars of qualifications and 
experience, and mentioning this paper to the CROWN 
AGENTS FOR THE COLONIES, 4, Millbank, London, 
§$.W.1, quoting on letter M.33104.E Applicants now 
serving with British Railways would be eligible for 
secondment and should apply through their local 
officers. The Crown Agents cannot undertake to 
acknowledge all applications and will communicate 
only with applicants selected for further consideration 


:. OCOMOTIVE WORKS in north-west England re- 

quire a Junior Assistant to the General Manager. 
Must have served apprenticeship in a locomotive 
works; experience in Motive Power Department of 
a Railway an advantage. Age about 24. Should 
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OFFICIAL NOTICES 


CROWN AGENTS FOR THE COLONIES 
ACcou NTANTS required by the Government of 

the Federation of Malaya for the Railway De- 
partment for one tour of three years with prospect 
of pensionable employment. Salary (including 
allowances) payable in local currency equivalent at 
present Government rate of exchange to £1,218 a 
year rising to £2,100 a year for single men. Addi- 
tional allowance up to £630 a year payable to married 
men according to number of dependents. Commenc- 
ing salary according to age, war service and ex- 
perience Free passages. Liberal leave on full 
salary. Candidates should have had extensive train- 
ing and experience in a railway accounts department 
and must possess a knowledge of budgetary control, 
revenue and expenditure accounts, returys and stat:s- 
tics and mechanised accounting. fo be eligible for 
the above salary scale candidates should be mem- 
bers of one of the recognised bodies of professional 
Accountants or Associate Members of the Institute 
of Transport or hold an acaeemic aegree. Those 
who ere not so qualified would be cligible for salary 
in a somewhat lower scale i.e., equivalent to £1,197 
a year rising to £1,862 a year exclusive of dependents 
allowance. Apply at once by letter, stating age, full 
names in block letters, and full particulars of quali- 
fications and experience and mentioning this paper 
to the CROWN AGENTS FOR THE COLONIES, 4, Millbank, 
London, S.W.1, quoting on letter M.27923.E. Appli- 
cants now serving with British Railways would be 
eligible for secondment and should apply through 
their local officers. The Crown Agents cannot under- 
take to acknowledge aii applications and will com- 
municate only with applicants selected for further 
consideration 


ut HISTORY. 
Novih Eastern Railway, 
Assistant General 

% N E R. Companies, 1922-1943. 
8vo 87 pages. 10s. 6d.—The 
33, Tothill Street, London, S.W.1. 


—Twenty-Five Years of the 
1898-1922. By R. Bell, 
Manager, N.E.R, and 
Full cloth. Cr. 
Railway Gazette, 


Bou ND VOLUMES.—We can arrange for readers’ 
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SALE. 
135 ft. 


Hangar (all steel) 113 ft. 
long xX 


clear span 
25 ft. clear height at eaves, 

Doors each end (gable 
111 ft. 6 in. span over 


FoR 


rising to 35 ft. clear at apex 


optional). Steel Building 
frames (101 ft. 4 in. clear) by 216 ft. long by 16 ft. 
(extensible to 26 ft.) to eaves. Large doors in sides 
or ends as required. Hangar (all steel) 80 ft. clear 
span 144 ft. long x 22 ft. clear height at eaves, 
rising 32 ft. at apex. Doors one end. Steel building 
80 ft. clear span 144 ft. long x 22 ft. clear height 
at eaves. Large sliding doors in sides. Curved 
steel building 35 ft. span x 17 ft. 6 in. high at 
apex. Up to 600 ft. long (low price).—BELLMAN 
HaNnGars Ltp.. Terminal House, London, S.W.1. 


TH * PAGET " LOCOMOTIVE. Hitherto un- 

published details of Sir Cecil Paget's heroic 
experiments. Eight single-acting cylinders with rotary 
valves. An application the principles of the 
Willans central-valve engine to the steam locomotive. 
By James Clayton, M.B.E., M.1.Mech.E. Reprinted 
from The Railway Gazette, November 2, 1945. 
Price 2s. Post free 2s. 3d. The Railway Gazette, 
33, Tothill Street, London, S.W.1. 


Tae ADMINISTRATION _IN_ TROPI- 
AL G oO. 


DEPENDENCIES. By George V 
Bulksics- C.B.E., M.I.Mech.E. With chapters on 
Finance, Accounting and Statistical i. 
collaboration with Ernest J. Smith, F.C.LS., for- 


merly Chief Accountant, Nigerian Government. Rail- 
190 pages Medium 8vo. Full cloth. Price 
By post 20s. 6d. oP anaes Gazette, 33, 
Street, London, S.W 


20s. 
Tothill 


GLOSSARY OF WOOD. A technical dictionary 

for all associated with timber and its uses. 
Ten thousand terms about timber—the common and 
the little known, the old and the new. Ten thousand 
definitions covering the entire field of timber and its 
uses—growth, marketing, utilisation. The commer- 
cial timbers, their qualities and uses, tools and wood- 
working equipment, are all here explained simply, 








have passed School Certificate and completed National copies to be bound in full cloth at a charge concisely and accurately. Illustrated by many clear 
Service. Pension Scheme and good prospects. of 25s. per volume, post free. Send your copies to line drawings. Price 21s. net. By post 21s. 9d. 
Reply to—Box 556, The Railway Gazette, 33, Tothill the SUBSCRIPTION DEPARTMENT, a Press Limited, Tothill Press Limited, 33, Tothill Street, London, 
Street, London, S.W.1. 33, Tothill Street, London, S.V S.W.1. 

arranged for a “BI” class engine, No. at the expense of others, he said, it must cheaper and better goods services, were 
61379, working regularly in the Eastern be paid for by the industry itself. From asked to bear their share in paying the 
Region between Kings Cross and Boston, this broad point of view, “C” licensees, price of freedom. 


to be named Mayflower. The naming 
ceremony took place at Kings Cross on 
July 13, 1951, on the departure of the 1951 


American Pilgrimage to Boston, as _ re- 
corded in The Railway Gazette of July 
20, 1951. To commemorate this event, a 


plaque was affixed to the cab of No. 61379 
at an informal ceremony at Kings Cross 
on July 18 last, before departure of the 
4 p.m. train carrying the 1952 Pilgrimage 
to Boston. The plaque refers to the nam- 
ing of Mayflower “as a symbol of the ties 
binding the two towns of Boston and of 
the lasting friendship between the U.S.A. 
and the British Commonwealth.” 


Associated Commercial Vehicles Limited. 

The Directors of Associated Commercial 
Vehicles Limited announce that, in respect 
of the recent offer at par of 1,500,000 54 
per cent. redeemable cumulative preference 
shares of £1 each (see our July 18 issue), 
applications were received from holders of 
ordinary stock for approximately 354 per 
cent., and that allotments in full have been 
made accordingly, the balance being 
allotted to underwriters. Letters of allot- 


ment were posted on Thursday, July 24, 
1952. 


Denationalisation of Road Transport.—In 
a speech at Shrewsbury on July 31 Mr. J. 
Gurney Braithwaite, Parliamentary Secre- 
tary to the Ministry of Transport, said it 
was almost certain that the amount realised 
on the re-sale of road haulage businesses 
would be less than the public money spent 
on acquiring them. That loss must be 
made good, hence the levy to provide a 

fund from which the British Fremmaant 
Commission would be compensated for 
any loss arising from the sale of its road 
haulage undertaking. If the freedom given 
to road haulage was not to be obtained 





who formed such an important section of 
the road haulage system and who repre- 
sented a section of trade and industry 
which would benefit particularly from 


Awards to Goods Train Crew.—On Mon- 
day, July 21, at Kings Cross Station, Driver 
F. S. Tansley and Fireman C. J. Lawrence, 











Waterloo Station concourse during the weekend before Bank Holiday, when 86,000 
travellers passed through bound for holiday destinations 
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of Hitchin, and Guard J. C. White, of 
Stevenage, were presented with cheques by 
Mr. K. R. M. Cameron, District Motive 
Power Superintendent, and Mr. W. E. 
Green, District Operating Superintendent, 
in recognition of their initiative and 
resourcefulness. On March 23, Driver 
Tansley, who was the driver of a New 
England - Hitchin freight train, observed 
that a wagon was on fire in Connington 
Tip Sidings. He stopped his train imme- 
diately and Mr. C. J. Lawrence and Mr. 
White went into the siding, after all rules 
and regulations concerning the protection 
of their train had been carried out. Messrs. 
Lawrence and White found that the fire 
was too big to be checked and after iso- 
lating the burning wagon, rejoined their 
train and reported the fire on arrival at 
Abbots Ripton. 


Tin Research.—The International Tin Re- 
search & Development Council will in 
future be known as The International Tin 
Research Council. This change will not 
affect the policy of the Council nor alter 
its current activities. 


Long-Distance Specials for Fair Holidays. 
—Last week-end the Scottish Region ran 
a special service of long-distance trains to 
take Paisley Fair holidaymakers to resorts 
in many parts of the country. On August 
1 a through train was provided for Derby, 
Gloucester, Bristol, Exeter, and Newton 
Abbot: and the same evening two specials 
were run to Stranraer Harbour, and to 
Carlisle, Preston, Blackpool, Wigan and 
Liverpool. On August 2 there were two 
through trains for Aberdeen. Other 
special trains left for Crail, calling at many 
stations on the Fife Coast; for Carlisle, 
Lancaster (for Morecambe), Preston, and 
Blackpool; for Edinburgh Princes Street: 
and for Girvan. Many of the special ser- 
vices started from, or called at, Johnstone 
High. and others served Paisley St. James. 


Transpert Course at Ashridge——The In- 
stitute of Transport is co-operating with 
Ashridge College in the arrangements for 
a weekend course on “ Transport and the 
Public” to be held between September 26- 
29. The course is open equally to mem- 
bers of the Institute and to non-members. 
The course will follow the usual pattern of 
Ashridge courses and the syllabus is as 
follows: Introductory Address, by Mr. 
A. B. B. Valentine, President of the Insti- 
tute of Transport, and Member of the 
London Transport Executive; “ Nationali- 
sation and After,” by Professor B. R. 
Williams. Professor of Economics, Univer- 
sity College of North Staffordshire; ‘“ The 
Standard of Service in Rail Transport.” by 
Mr. J. L. Harrington, Chief Officer (Marine 
and Administration), Railway Executive: 
“Port Problems and the Turn-round of 
Shipping,” by Mr. A. H. J. Bown, Mana- 
ger and Secretary, River Wear Commis- 
sicners, and General Manager, Sunderland 
Corporation Quay; “A User’s Point of 
View,” by Mr. H. C. Crane, Transport 
Manager, J. Lyons & Co. Ltd. The in- 
clusive cost will be £3 15s. Enquiries and 
applications for enrolment should be 
addressed to the Secretary, Ashridge, Berk- 
hamsted. Herts. 





Forthcoming Meetings 


August 16 (Sat.).—Permanent Way Insti- 
tution, Manchester & Liverpool Sec- 
tion. Visit to Vulcan Foundry 

Limited, Newton-le-Willows. 
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Railway Stock Market 

There has been a better tendency in 
stock markets, where the volume of busi- 
ness is beginning to improve, though the 
somewhat higher prices are attributed 
mainly to the small amount of selling in 
evidence. The better trend reflects relief 
that the recent economic debate in Par- 
liament did not reveal any drastic 
measures, but it is clear that the in- 
creased emphasis on export trade and the 
further cuts in imports from non-sterling 
countries will have an important bearing 
on future events. The market was re- 
lieved that there was no hint of a further 
increase in the bank rate. The rally in 
British Funds is largely the result of the 


assumption that a higher rate is not 
contemplated. . 
It is being widely assumed that if 


British Funds continue to improve, markets 
generally are likely to make a good 
recovery during the next few months, but 
if markets show a marked improvement 
there is likely to be a rush of new issues, 
possibly in the now popular form of notes 
or loan stock carrying a fixed rate of in- 
terest and with rights, either of conver- 
sion into ordinary shares in the future, or 
carrying an option to take up shares on 
favourable terms at some future date. If 
there were any new issue rush it would 
tend to make markets react from any 
good recovery, because there would be 
selling of existing shares so as to take up 
new issues Offered on attractive terms. 

There has been little increase of busi- 
ness in foreign rails, but the tendency in 
the main has been firmish. 

The outstanding feature was again pro- 
vided by activity in the common shares 
of White Pass Yukon; these have been up 
to $125, but at the time of going to 
press have encountered a good deal of 
profit taking which has brought the price 
back to $12. As pointed out before, the 
strong speculative activity is hardly justi- 
fied, because improvement in the com- 
pany’s earnings must be expected to be 
a gradual process. Much of the recent 
buying has been due to expectations that 
the shares will be quoted before long in 
Canada. At present they are probably 
unique in being a dollar security quoted 
only in London. The assumption is that 
when there is a Canadian quotation, the 
price will show a further sharp advance. 
In the circumstances, however, the specu- 
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lative element is considerable, and 
vestors would find the 5 per cent, 
convertible debentures, which are  (on- 
vertible into the common shares, a sifer 
investment. Because of their conversion 
right, these debentures have risen further 
to 47 at the time of going to press. The 
44 per cent. debentures have changed 
hands up to 294, 

Canadian Pacifics strengthened to $6!, 
while the 4 per cent. preference stock 
was 62} and the 4 per cent. debentures 
were better at 764. 

News of the war damage compensation 
received by the Manila Railroad Com- 
pany from the U.S.A. tended to draw 
attention to Manila Railway stocks. he 
“A” debentures were firm at 79 and the 
preference shares changed hands at the 
slightly better level of 9s. 3d. 

Antofagasta ordinary and preference 
stocks were 11} and 544 respectively, but 
United of Havana stocks were easier 
again, with the 5 per cent. debentures at 
16}, awaiting news from Cuba. 

Nitrate Rails shares were 19s. 6d. 
and Taltal 13s. 6d., while San Paulo 
ordinary units moved higher at 13s. 6d. 
Brazil Rail bonds were quoted at 64, and 
Leopoldina Terminal debentures were 
203. Mexican Central “A” debentures 
kept steady at 68. 

Engineering shares improved on export 
trade expansion hopes and the prospect 
of better steel allocations. Guest Keen 
were higher at Sls. 9d., while Tube In- 
vestments rallied to 52s. 3d. and Ruston 
& Hornsby rose afresh to 37s. I4d. on 
further consideration of the past year's 
results and higher dividend. Renold & 
Coventry Chain changed hands around 
39s. 3d. and Neepsend were 22s. 3d. 
Vickers rose further to 43s. 3d. and Cam- 
mell Laird 5s. shares were also higher at 
lls. 3d. Elsewhere, Babcock & Wilcox 
have been in steady demand and rose to 
66s. 3d., while John Brown were up io 
43s. 3d. 

Among shares of locomotive builders 
and engineers, Beyer Peacock were 
27s. 6d., Hurst Nelson 47s. and North 
British Locomotive rallied to 15s. 9d.; 
but after publication of the company’s 
results, Charles Roberts 5s. shares eased 


in- 


to 20s. Vulcan Foundry were 2ls. 3d. 
Birmingham Carriage 31s. 6d., and 
Gloucester Wagon 10s. shares Ils. 


Wagon Repairs 5s. shares changed hands 
around Ils, 9d. 


Traffic Table of Overseas and Foreign Railways 


Aggregate traffics to date 


Traffics for week 3 
Miles Week, or 5 Total 
Railway open month inc. or dec. S ota Increase or 
ended This year compared 6 1951/52 decrease 
with 1950/51 2 
~ £ £ £ £ 
YL Antofagasta , 800 25.7.52 141,830 — 2,130 30 4,602,590 + 1,081,230 
© | Costa Rica ath 281 June, 1952 c1,452,498 + 330,908 52 c15,851,340 + 4,551,217 
E} Dorada... = 70 June, 1952 33,098 — 3,445 26 199,714 — 14,046 
< J inter. Cel. Amer... 794 June, 1952 $1,009,607 — $23,367 26 $6,944,168 + $12,517 
¢/ Paraguay Cent. ... 274 25.7.52 G 426 + G360,363 4 G1,616,097 + G404 387 
Pe Peru Corp. 1,050 June, 1952 $9,361,000 + $828,000 52 $101,373,000 + $8,619,000 
& ‘ (Bolivian 66 June, 1952 Bs.16,557,000 + Bs.590,000 52 Bs.197,648,000 + Bs.37,299,000 
Section) 

$ | salvador 100 May, 1952 ¢153,000 + ¢l5,000 48  cl,899,000 + 32,000 
& \Taltal 122 June, 1952 $2,062,000 + $387,000 52 $28,040,000 + $7,495,000 
« 
8 { canadian Nationalt 23,473 June, 1952 19,061,000 + 1,419,000 26 110,335,000 + 10,582,000 
3 | Canadian Pacific? 17,037 June, 1952 13,073,000 + 927,000 26 74,042,000 + 5,050,000 

Barsi Light* 167 June, 1952 28,162 — 2,077. 13 94,987 — 17,190 
3 | Gold Coast a 536 «June, 1952 266,795 + 19,579 12 918,158 + 112,909 
‘2 { Mid. of W.Australia 277 May, 1952 60,05! + 4,504 48 637,944 + 183,863 
2 South Africa . 13,398 28.6.52 1,959,254 + 89,801 13 25,209,715 |+ 1,232,109 

Victoria 4,744 Feb., 1952 2,176,542 + 436,697 35 oa 


* Receipts are calculated at Is. 6d. to the 


rupee + Calculated at $3 to £1 















